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Tolis on the Erie Canal. 

To THE EDITOR OF THE RAILROAD GAZETTE: 
The article in last week’s Gazette on this subject was most | 
timely, for the question is so little understood, and the | 





endeavors to befog the public so persistent, that it was very | shown, th:t this traffic does in a certain indirect sense 
desirable that a proper presentation of the matter should be | 


made by a paper of the standing of the Gazette. 
While the facts presented by it furnish unanswerable | 
arguments against the policy of ‘‘ Free Canals,” permit me | 


to offer a few additional remarks from another stand-point. | 
And first, it is well to inquire what is the meaning of | and easy and safe method, for the purchase of transporta- 
‘* Free Canals;” doubtless the current opinion would define | tion for and by the emigrant. The organization of steam- 


ognize the fact that the railroad has supplanted medium- 
sized canals; if the business of the canal declines, the under- 
lying cause is that the rai] bas on the whole been found the 
superior instrument; any attempt to bolster up the canal by 
transferring a part of the cost of transportation from the 
producer and transporter to the people of the state must of 
necessity end in failure—a bare statement of the case would 
seem to make this evident. xX. 
September 19, 1881. 








The Emigrant and the Railroad. 


In one sense the Western railroads may be said to own 
that portion of the emigration traffic about which there is 
now dispute. Thereare facts which indicate, as we have 





originate on its lines, and by the influence of immigrants 
settled on that soil. It must also be conceded that it benefits 
by the traffic far more, immensely more, than does the 
Eastern road. 

Thetraffic has, however, originated a method, a simple 





I doubt very much whether. Western roads can show any 
case to match that of the emigration department of Eastern 
lines. 


“EMIGRANT ACCOMMODATION ON 
STEAMSHIPS.” 

The above is the title of a recent ‘‘ Blue book” issued by 
the English Board of Trade, giving the results and the de- 
tails of an investigation made in consequence of certain 
charges published last May in a letter to the Pall Mall 
Gazette. Thelady making them, a Miss O’Brien, had ap- 
parently almost no knowledge of her subject, but a very 
womanly conviction that things were all wrong and that an 
impression ought to be made to that effect on the pu lic 
wind. She therefore gave, honestly, no doubt, a series of 
poetical statements about the indecency, consequent im- 
morality, and general bad condition of emigrant accommo- 
dations, which was certain'y startling. In summing up the 
facts, however, the President of the Beard of Trade writes 
as follows : 


“Great asis the apparent luxury of the accommodation 
for first-class passengers on good steamers, it may well be 
doubted whether in point of health, of comfort, of dist, of 
decency, and of general well-being, there is any such differ- 
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it as the free use of the state canals without a tax. Now in 
that word tax lies a great misconception; the tolls levied are 
not taxes, but simply a charge barely sufficient to reimburse 
the state for the cost of keeping the works in proper repair 
and of operating them; in other words, they pay for the ex- 
pense of “Maintenance of Way,” and are asa legitimate 
part of the cost of transportation as the ‘‘ Maintenance of 
Way” onany railroad, the cost of this on the Erie Canal 
being about one mill per ton per mile--about the same as 
that of the average railroad for the same object. If the ex- 
pense for this should be remitted, it would simply be a sub- 
sidy given to transporters for the purpose of abnormally in- 
fluencing the currents of trade. Should the states of Penn- 
sylvania or Maryland agree to pay the cost of maintenance 
of way on the Pennsylvania or Baltimore & Ohio Railroad, 
the case would be precisely-analagous. 

Admit that under mistaken ideas this policy should be 
temporarily adopted, and no tolls levied, how long would it 
be permitted tocontinue? For it must be remembered that 
while the expense of maintenance may be remitted to the 
transporter, yet the cost itself is not extinguished, and 
therefore must be paid by some one. Now that necessarily 
is the state, or in uther words the taxpayers. 


Now the farmer of the state of New York transports but 
little by the canal; the main avenue for his dairy and other 
products is the rail; necessarily he would demur at paying 
by a direct tax a part of the expense of transporting the 
wheat and corn of the Western farmer; his plain common 
sense would soon convince him that the tax was inequitable 
and should be abolished. , 

To some extent we are inclined to hold to the traditions 
of the poet in regard to the Erie Canal; in its infancy it wa» 
the only internal artificial channel for the conveyance of 
bulky agricultural products, and was undoubtedly the con- 
trolling factor in transportation from the West to the sea- 


a 


Scale: : 
Fig. 1. 
THE WINANS CAMEL ENGINE. 


ship agencies in this country and in Europe is unquestionably 
a ticket agency on a grand scale, and but little more than 
this ; but it is an agency which has been of great benefit to 
the emigrant, to his friends, to the Western road especially 
and to the Eastern road as well. 
The simple question involved in the case is, whether the 
Western roads are unwilling to bear their proportion of 
expenses necessary for the interest of all concerned. They 
have already shown that they are not unwilling to do this. 
It now seems but fair to them to suppose that they will be 
willing to bear some portion of the commission paid by the 
Eastern road to the steamship company, or indirectly to its 
agents who so greatly aid the cause of emigration by their | 
mere presence as agents for all transportation to any desired 
point. 

The Western roads can, however, afford to do more than 
this. The immigrant’s value to them is not limited to the 
high rates of farce received for transportation; while the low 
rates accepted by the Eastern road may be called the end of 
the matter with them. It is therefore of importance that 
the Eastern road be urged to do its full duty, as partof a 
combined system for the comfortable transportation of 
the emigrants. The emigration officers of the trunk 
lines, coming into direct contact with the tide, have 
perhaps better appreciated the necessities of the case than 
Western railroad officials far away from the seaboard. They 
have appreciated, for instance, and have taken time and 
pains to investigate, cases of dangerous dissatisfaction. They 
have been willing to do almost anything to prevent the dis- 
satisfied emigrant’s return to hishome. They have con 
tributed to the expenses of Castle Garden, they have sought 
to protect the immigrant from imposition, and have really 
acte1 as a committee of reception into the new country. I 
am not now asserting these services of all the trunk lines, 








board; that day is, however, past, and we should now rec- 


ence between the accommodation poms for steerage and 
saloon passengers whenon board ship as there is between 
the lodging and food of the same classes when ashore.” * * 
‘* As regards the character and behavior of the emigrants: 
The whole tenor of the evidence is to the effect that the con- 
duct of the passengers is, as a general rule, respectable and 
decent, and that immorality is checked not only by the pre- 
cautions taken to prevent it, but by the feelings of the people 
themselves.” 


On nearly all the steamers there seems to be a proper 
separation of the sexes; and, in the case of married persons, 
the arrangements, while not entirely satisfactory, are the 
best which can easily be made under the circumstances, 
families and wives naturally desiring the protection of 
fathers and husbands. In treating such questions as these, 
phiianthropic persons are apt to forget that natural and 
human relations, and the protection they afford, are better 
than any artificial ones. Still it must be said that the over- 
crowded condition and the varying numbers of the sexes, do 
produce occasional bad arrangements, 80 far as individuals 
are concerned. 

The suggestions of the Secretary of the Board of Trade are 
eminently practical. He would have a “matron” in the 
true sense of the good term, appointed for and holding a 
permanent place on each ship.* He would also have more 
care given to providing proper lavatories (although the best 
lines have little to find fault with in this respect), to im 
prove the method of ways, and of communications with the 
deck without (as is the case on some lines) making sleeping 
rooms any part of these: and he would call attention to the 
dangers arising from loading the ship with live cattle on the 
return voyage from thiscountry. It is a question whether 


* This suggestion should be immediately acted upon by all lines. 
I have knowledge of a lady’s maid, the servant of a well-known 
novelist, who lived for days in terror of the chief of a French 
opera troupe, not knowing where to turn for protection. She was 
returning to this country alone, and although there was a lady in 





I am inferring what is done by several, from my knowledge 
of one, . 





the saloon under whose care she was formal.y placed, the poor 
gir! was absolutely left without aid to fight a batiue w.th this 
Villain. 
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aship engaged in this traffic can easily be made fit for 
humanfhabitation in so short a time as lies betweenjits arrival 
and its next sailing day. 

Altogether, however, the report is a very satisfying one 
to any person|whose sympathies go out into the world so far. 
Very little harm would arise, however, and much possible 
good, if every American crossing the ocean would take the 
opportunity to examine the emigrant accommodations of his 
vessel. 

EMIGRANT RAILROAD ACCOMMODATIONS. 

There is one fact stated in this report which is worthy of 
the attention of railroad men, namely, ‘ that certain so-called 
emigrant passengers now travel in apartments and under 
conditions that were not even enjoyed by cabin passengers 
some years ago. These * * * pay a highersum than the 
ordinary emigrants and some * * * * are berthed in 
cabins which sometimes contain only two berths, that is to 
say, for a man and his wife, or containing four berths which 
may be occupied * * * by a married couple and a child 
or children,” 

I have been told by a member of the German Society—a 
New York organization which has taken some care of the 


fact that as the fill increases the pyramids spread on two | in these engines, it will be seen, was 8 ft. long, and the fire- 


sides, while the wedge only spreads on one side. 


The ratio | box was the whole width between the wheel tires, so that 


of content of pyramid to that of wedge depends on road- | the grate was about 42 in. wide on a standard-gauge road, 


bed, slope ratio, and fill. 


ment from crown to toe of bank should be as follows : 
Let W = cubical content of wedge. 

S = slope ratio. 
R= widtb of road-bed. | 
Then cubical content of section from crown to toe = 

, A 8S +6 

W+(w x z-) | 
GEORGE BAYLEY WILLIAMS. | 


Winans’ Camel Engine. 

Attention has been called in these pages before to the fact | 
that the locomotive engine had a growth and was developed | 
on the Baltimore & Ohio Railroad quite independently of | 
other roads and influences. Quite singularly, too, very lit- | 
tle of the history of this development has ever been put | 
into print. In the Railroad Gazette of March 8, 1873, and | 
again in the issue of Nov. 17, 1876, engravings and a de- 


immigrants arriving from the Fatherland—that now and’ scription of the ‘‘Grasshopper” engines, which were the 














| As the whole of this fire-box overhung the back axle, it was 
The formula for cubical content of a railroad embank- | desirable to make it as light as possible. 


The top was there- 


| fore sloped down as shown, and was then stayed with screw 
| stay-bolts. This plan has very much to recommend it, and 
|is now substantially the one in use on the Pennsylvania 


Railroad on the Consolidation engines built at the Altoona 


| shops. 


The hoppers or chutes A B were placed on top of the 
fire-box to feed the grate, owing to the supposed difficulty 
of throwing coal to the front of the fire. The hopners had 
a hinged door on top and a slide at their base. On filling 
them the slide was closed and the upper door opened, and 
when filled the coor on top was closed and the slide opened, 
which permitted the coal to fall on the fire without opening 
direct communication with the outer air. This at least was 
the intention. The tender had two foot-boards, one about 
on a level with the grate and the other sufficiently high to 
enable the fireman to throw coal into the hoppers. As 
putting coal into the hoppers involved the handling of it 
twice, in practice the fireman used the hoppers very little, 
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then a man of the better class has inquired if he could not at | 
some moderate cost get better accommodations, especially 
for sleeping, than those usually afforded to emigrants on our 
cars. 

As to the ordinary emigrant, however, there seems to be 
little doubt (so far as I have inquired) that he feels well sat- 
isfied with what we give him. He grumbles most, especially 
if ke is a Scandinavian, if his food box is taken away. This 
box enables him to make the journey very economically, and 
to dispense with even the comforts of our wayside lunch 
counters. It would be a good thing, too, if every car could 
have a movable seat and a cot or two to put up in its place 
for the aged and the delicate and the sick, not to speak of 
the occasional births, such as have been reported on Western | 
trains during the past year. 

There is one aspect of this question that should not be 
overlooked by the Western roads and communities which 
are peculiarly interested in emigration. All who come into 
contact with the tide appear to agree that we are getting a | 
larger number of the better classes of emigrants thau ever | 
before. The “‘ horrors of the steerage” have been done | 
away with, the journey is becoming less and less a thing to 
dread—all that can be done to make every portion of the 
route comfortable and pleasant, as well as cheap, will be so | 
much gained in opening the way for the most desirable set- 
tlers. As itis now, as it is becoming more and more to be, 
the journey and its expenses are the main obstacles in the 
way of change to thiscountry. Friends are here, the pros- 
pects lie here—make the way easy to come and go, and the 
West will profit greatly by it. New YORKER. 


Earthwork Calculations. 


MANSFIELD, La., Sept. 16, 1881. 
To THE EDITOR OF THE RAILROAD GAZETTE: 
My “ formula for toe of dump” in your issue of Sept. 2 
was incorrect, because all my calculations then made were for 
a six-foot fill, and hence I did not sufficiently recognize the | 


| 
| 


FIG.2 
THE WINANS CAMEL ENGINE. 


first successful engines used on this road were published. | 
The ‘Grasshopper ” engine was a four-wheeled machine, 

with vertical boiler and vertical cylinders. Over the latter 

were walking beams which, with the long rods connecting 

them with the.cranks, resembled the hind legs of a grasshop- 

per: heuce the name of the engine. 

The next form which this engine assumed was the “‘ Crab” 
engine, illustrated in the Railroad Gazette of Aug. 2, 1878, 
also a four-wheeled machine with a vertical boiler. The 
cylinders, however, were placed horizontally, and were con- 
nected with cranks on a counter shaft which geared into 
another similar shaft, which also had cranks connected by 
rods to the cranks on the driving-wheels. 


The third stage of the development was the ‘‘ Mud-Digger ” 


|engine illustrated in the Railroad Gazette of Dec. 27, 1878. 


This was an eight-wheeled machine with all the wheels 
coupled. The vertical boiler, however, was abandoned, and 
the ordinary horizontal locomotive type was used. The 
cylinders were horizontal, their centre line being above the 
tops of the wheels. The pistons were connected to cranks 
on a counter-shaft above the back axle. These two were 
connected by gearing by which the driving-wheels were 
rotated. 

These engines, excepting the first, were designed chiefly by 
the late Mr. Ross Winans. Withthis number of the Rail- 
road Gazette we give the final type which the locomotive 
assumed under his hands. Thisis the ‘“‘Camel” engine, as 
it was called, which was first built by him in his shops 
in Baltimore about the year 1852, and from that 
time tv the beginning of the war large numbers 
of them were furnished to various roads in the 
country. While these engines had some very grave defects, | 
they also had some features which were in advance of the 
time when they were designed. Mr. Winans was one of the 
first who recognized the importance of having an ample fire- ‘ 
box and grate, and he was, we believe, one of the first who | 
used anthracite coal successfully in locomotives. The grate 








ani in time first one of them A was abandoned, as shown 
in fig. 1, and finally both were taken off. 

Most of the engines were made with the whole back end 
of the fire-box without any water-spaco. Tais opening was 
closed with cast-iron doors, so as to permit the freest access 
to the fire. 

The grates were also of peculiar construction, which, 
owing to the extreme simplicity of the arrangement for 
shaking them, had much t» recommend it. The general 
form of the grate-bars is shown in the longitudinal section, 


fig. 2. These rested on bearing bars Cand /) near the 
ends. Fig. 3 is an enlarged side view of the bars, and fig. 4 


a transverse section of three of them. 1t will be noticed 
that the top of the bearing-bars is in a line with the top of 
the grate-bars, and that the latter rest in the former in rc- 
cesses formed by the lugs E E, fig. 4. Each bar kad a lug 
or projection fF, figs. 2 and 3, which extended 
outside of the fire-box. This lug had a rouud 
hole in it to receive a shaking-bar G, fiz. 2, with 
which the grate-bar could be oscillated us indicated by 
the section H, fig. 4. When moved in this way it would 
rest alternately on the sides Jand J of the part K, fig. 3, 
which bears on the bars Cand D. The sides 0 pand7rs of 


the bars were ares of circle; drawn from J and J 
as centres, the object being that, when the bars 
were in the position shown by 4H, the _ open- 


ing or span ¢ p between the adjoining bars should remain of 
the same width, so as not to admit of large lumps of coal 


‘falling between them when the bars were rocked and the 


tire shaken, and thus prevent the grate-bars from resuming 
their normal position. Intermediate supports K L were 
placed between the end bearing-bars to hold the grates when 
they became hot. It will be seen that this was one of the 
simplest forms of shaking grates and involved no other 
mechanism to operate it than the grate-hars themselves and 
the shaking-bar G. 

The frames were both made of two plates of iron, 5 in. 
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thick, fastened together with bolts and thimbles. They ex- 
tended back only to the fire-box. The draw-bar M N was 
underneath the ash-pan and was of ‘a V shape, the apex of 
the y holding the coupling pin M, and the two ends were 
connected with the frames by diagonal bars P on each 
side. The coupling link O was connected, we believe, with 
the centre-pin of the front tender truck, but our recollection 
with reference to this point is not quite clear. 

This arrangement of draw-gear gave rise to a very fierce 
discussion about the effect of the position of the draw-bar. 
Zerab Colburn, who was publishing the Railroad Advo- 
cate about 1854 and 1855, took part in it, and it bubbled up 
at the same timein the local papers in Baltimore. The 
question at issue was whether the position of the draw-bar 
had a tendency to lift up the engine behind when it was pul- 
ling a train or not. It was asserted by one party, Colburn 
amoug the number, that the neutral point for the draw-bar, 
or the position in which there would be no tendency to either 
raise or depress the back end of the engine when it was pul- 
ling a load, was ona line with the centre of the axles. 


Winans asserted that it was at the top of the rail. It is easy | 


now to revive the discussion by simply propounding the 
query, and to get advocates for either side. At the tim: 
Winans seemed to have the best end soundest arguments for 
his view, although we never heard that. any one followed the 
example of the king and the fish and put the engineon a 
scales and weighed it when it was pulling and when it was 
not. 

In many respects the construction of these engines was, 


however, wretched. The boiler plates were only a small | 


fraction over 14 in. thick. It will be seen how terribly even 


this small amount of what was generally poor material was | 


] 
classed as a theoretical man by the most practical body of | from 8 per cent. to 6 per cent., but in the trials so made the 
men in the world, and the second being the lack of exact in- | engine a rs to have been worked in the first notch only, 
formation upon the subject on which he is writing. | and Mr. Martin reports a loss of from 3 to 5 per cent. by 
The subjects of clearance and compression are very closely | thischange. Mr. Martin states that the computed consump- 
connected, and it is only for the sake of clearness that we | tion of steam was borne out by measurement of the water 
will look at one without the other in briefly reviewing the | used, but gives no particulars. I regard the computations 
ground. | of the steam used from the indicator diagrams as the only 
First suppose a cylinder in which the exhaust closes at the | unfortunate poiut in Mr. Martiu’s paper ; such computation 
end of the stroke in which we have no compression. At the | is based on the assumed use of dry saturated steam, a con- 
time of opening the exhaust valve the clearance is full of | dition never realized in the cylinder. Even if this deduc- 
steam at the cylinder pressure near the end of the stroke. | tion of Mr. Martin is correct for the case as he tried it, there 
For convenience imagine the exhaust to open at the end of | can be found no extension of his conclusions to the engine 
the stroke, and then whatever steam may have been in the | working with less expansion than he used, i. e., cut off at 
clearance goes out with the exhaust and all the steam is swept | 414 in. (with a cut-off at 6!/, and _the engine No. 180, tested 


pheric pressure, or near: 
space when the exhaust valve closes. Clearly in this case 
there is a dead loss by clearance which is very nearly the 
whole clearance space full of steam at the terminal pressure. 





when working full stroke would be about 7 per cent. The 


| 


To illustrate, the clearance of an ordinary 16 « 24 in. en- | 
gine is about 8 per cent.; with 135 lbs. of steam the loss | 


| fact is that the exhaust opens before the end of the stroke, | 
|and in full gear forward the preportion which the clearance | 


{space bears to the volume of steam in the cylinder is in- 
| creased, the loss being about 8 per cent. 


If in working expansively the exhaust did not alter with | 


| the distribution of steam, we should find the loss the same | 


| whatever pressure existed at the end of the stroke; but with 


| the slide valve and link motion, the exhaust occurs earlier in | 


| the stroke and so also does the closure. Neglecting the lat- 
ter for the time being, we find the exhaust opening 


out of the cylinder except the small portion at the atmos-| by Mr. Johann and myself in 1877—see report of 1878 of this 
ly so, which remains inthe clearance | Association—the cushion pressure would not have reached 


the boiler pressure if the clearance had been 5 per cent, in 
place of 8 per cent. when running on the first notch). 

In support of the views advanced, I can only instance ex- 
periments with stationary cylirders which tend to confirm 
the conclusions offered at far as increase of cushion pressure 
is concerned, but 1 can see no reason apart from external 
cooling that steam acts any differently in locomotives from 
what it does in other cylinders. 

Two trials were made upon the same bed-plate with same 
crank with cylinders and valve gear by two makers; in 
both cases was the valve action regulated by the governor. 
The size of the cylinders was the same and the work done 
was the same. 
whe particulars I am indebted to a report by Mr. John 

. Hill. 






at say 70 per cent. of the stroke, and the loss is then in- | pjiameter cylinder............ ......... 22in. ovina 
creased to 10 per cent. from 8 per cent,; but as the exhaust Stroke............ 0.0. cceeccee ceeecceece 36% in. 26% in, 
valve closes at say 60 per cent. of the stroke, leaving a vol- | Revolutions ee 91 

ume of 48 per cent. to be compressed to 8 per cent., or | Clearance...............eeeeeeeee eeeees 12 percent. 4 per cent, 


| six times, thus partially filling up the clearance space with 
steam which does not have to be supplied by the boiler and 





Compression....... ene 
Real expansion......... 






... 10 percent. 13 per cent, 
” 














weakened by the large dome. The only reinforcement for 
this weakness was a piece of angleiron F& S riveted to each 
side of the shell of the boiler. On top of this, flat transverse 
bars % or 84 in. thick were laid with a %¢ in. bolt through 
them ard the angle irons. It was not only absurdly but 
awfully insufficient, and numbers of poor fellows’ lives were 
sacrificed by the explosions of these engines, which, as might 
have been expected, were not of rare occurrence. The at- 

ention of the managers of the Reading Railroad was finally 
called to the weakness of these boilers, and on investigation 
the danger appeared to them so imminent that they gave a 
sweeping order to have the fires extinguished on all the en- 
gines of the kind on their line within 24 hours, and they 
were never rekindled. 

The valve-gear consisted of the old hook motion for 
forward and back gear at full stroke. The cut-off was 
worked by a cam, and was not variable. Most of the engines | 
were built with chilled wheels without tires, so that when 
the tread was worn out or defective the whole wheel had to | 
be replaced, crank-pins fitted to it, and a new wheel keyed | 
to the axle. The inconvenience and cost of this was so great 





: , | Ste sure at cut-off........ ve 8 7 

| so reducing the loss, but also increasing the back pressure | ene ema - penn pn Oa aaah ri _ 

work, which is an evil instead of a blessing. , 54 at closure............. 3 Ibs. 1 Ib.” 

On the supposition that steam is a gas many writers have ' Mean effective.... 2... 0. 6.2.2.2... 2005 31 Ibs, 30 Ibs, 

Section cn mn. FIG.4. 
GRATE OF THE WINANS CAMEL ENGINE. 

made mathematical investigations as to where in a giver | Cushior...... ....  ......- wore .... 17 Ibs. 45 Ibs. 
cylinder the valve should close the exhaust to get the most | Computed economy of “A” by writer....... ....... 2 per cent. 
work from a given quantity of steam or the least steam for errr sbetevbdsesoeseneueT 39 per cent 


a given work, but as steam is very far from being a gas, the 
writer considers such investigations as beiug of little value, 
and of no use, in view of the following facts : 

When steam of high pressure comes from the boiler it is 
also at u high temperature. and the first thing it meets is 


iron surfaces which have just been exposed to the exhaust | 


steam more than 100° lower, and which have become cooled. 


up the iron and its place is supplied by fresh steam. When 
the pressure falls, after cut-off, the iron remains hotter than 
the steam, and at once commences to warm up the steam, 
but this returuing heat to the steam continues throughout the 
exhaust, and thus some of the heat gets switched round the 
cylinder, on an iron side-track, without doing the work it 
ought to do on the piston. This is shown experimentally by 
the cvlinder pyrometer of Mr. Dixwell (described in my paper 
of last year) and has been known for many years. Not only 
does the iron act in this way, but also does the water iu the 
steam ; in fact the water present is the means uf communica- 
tion between the steam and iron, and if there be no water 
present the means of communicating heat is gone and much 
ess heat is lost in this manner. 


The surfaces which do most of this business are the sur- 
faces of the piston, cylin@er-heads and ports, in fact, the 


that on most roads where these engines were used new | very surfacesinclosing the clearance volume, and if the com- 
wheels with cast-iron chilled tires were soon put under | pression bas been strong enough to reach full boiler pressure 


There may be many reasons for this wide difference in 
the practical character of the engines, but the cushion pres- 
sure is most notable. 

A second case in which every confidence may be placed is 
a trial made by M. Hallauer and given by him in the Bul- 
letin de la Société de Mulhouse for April, May, June, 187%, 


u | upon a large compound engine, in which an economy of % 
The first thing done is for that steam to condense and warm | ‘ 


per cent. wasmade when working at 180 horse-power and 
of 9 per cent. when working at 346 horse-power by chang- 
ing the closure from 10 per cent. to 25 per cent. in the small 
cylinder only. 

It seems as if scarcely any improvement was possible in 
the modern locomotive, and all claims of large savings are 
utterly absurd, as of heating feed, and giving oxygen to the 
fuel by some chemical process; but if the clearance space 
can, by the use of a long cylinder with deep counter-bores 
and sunk heads, with the port openings in the valve-seat 
over those in the cylinder, and with two exhaust ports and 
valves in two portions (if not in two pieces),be reduced from 
8 per cent. to 5 per cent., we have the certainty of an econ- 
omy of 3 per cent., which may be exceeded for all cases 
where the engine has hard work to do. 





President Garrett on the Virginia Midland Sale. 


At the Baltimore & Ohio directors’ meeting in Baltimore, 





them. | 
Notwithstanding their defects, they were very efficient | 
machines. Their fire-boxes were so large that they could | 
at all times generate enough steam ; the whole weight of 
the engine was available for adhesion ; the wheel-base was 
so short, only 11 ft. 3in., that they would run around the 
shortest curves used, and they had besides ample cylinder | 
capacity, so that they would pull enormous loads. It is true | 
that there were enormous overhanging loads at each end, | 
but these about balanced each other, and it was only at high | 


speeds that they became unsteady and unsafe. They were | 
designed and built before the invention of the Bissell or | 
radiating trucks. With one of these at each end to carry 
the overhanging load, and such improvements in the details 
of construction as modern practice would suggest, they ! 
would make as efficient freight engines as any that are now | 
in use, 

Clearance and Compression in Steam Cylinders. | 


{Paper presented to the Master Mechanics’ Association at its | 
Convention in Providence, by Prof. Charles A. Smith, of St. Louis. | 











In presenting to this Association a paper the author is 
conscious of two things, the first being that he is liable to be 





| when the steam valve opens, the steam from the boiler can- 


not be condensed by these portions of the metal, and part of 
this evil will be avoided by having dryer steam at the cut- 
off. With the ordinary proportions such compression is at- 
tended with too much back pressure work to be economical, 
and in fact is never reached except with the link in mid-gear 
but with a reduction of clearance, not in the cylinder itself, 
but in the space beyond the cylinder in the ports; such a de- 
gree of compression is readily obtained in the lower notches 
without increase of back pressure work, and only exceeding 
the boiler pressure when the engine is run on the centre or 
first notch from the centre. 

Thus we see that looked at from every side, the clearance 
space beyond what is necessary in the cylinder for mechani- 
cal reasons is a nuisance, and that a reduction of such useless 
space can be in no way detrimental when the ergine has full 
work to do, and that with all but the lightest work the back 
pressure will not exceed the boiler pressure (and for such 
cases less lead will be a remedy), and if it does there can no 
harm result. But as economy of steam is more importaut 
on the forward gears than in mid-gears, we may safely con- 
clude that any reduction in clearance will certainly 
followed by economy of steam when it is most needed, and 
the economy so reached will be at least that due the change 
of volume, while because of drying steam in the cylinder it 
a! very considerably exceed this amount. 

be only information on tbis point which I have, with lo- 
motive engines, is from the valuable paper by Mr. John E. 
Martin, published in the Association report of 1878, where 
Mr. Martin changed the clearance of a 15x 24 in. engine 





Sept. 14, in conne:tion with the reportfof the Committee on 
Finance recommending the approval of the agreement be- 
tween John 8. Barbour and his associates and the Baltimore 
& Obio for the sale of a portion of its interest in the Vir- 
ginia Midland Company, President Garrett remarked : 

The city of Baltimore is admirably located not only for 
Western, but for Southern trade. Its situation makes it 
the most convenient and economic centre for the trade of 
the Southern as well as of the Western States, Heretofore 
artificial combinations have obstructed the laws of trade 
and the interests of large sections by preventing 
the use of direct lines of railroad between the 
South and _ Baltimore. The Orange & Alexan- 
dria road—now the Virginia Midland—formed a route lead- 
ing from Lynchburg to Baltimore, which would have been 
of incalculable advantage to the South if its usefulness had 
not been largely destroyed by those who, through plans of 
legislution and consolidation, gained the control of the 
Virginia & Tennessee road, leading from Bristol to Lynch- 
burg, and tben refused the natural and profitable inter- 
change of traffic between the roads from Lynchburg to Balti- 
more, and from Lynchburg through the Tennessee & Vir- 
ginia road to the Southwest. A route to accomplish similar 
objects will ultimately be opened because the permanent in- 
terests of the Southwest require it, and Southwestern rail- 
road organizations must have a direct outlet to Baltimore. 
Lexington will become the objective point, and those 
combinations will secure a first-class line to Wasbington 
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and Baltimore through the use of the Valley road and the 
lines of the Baltimore & Ohio road, via Winchester, Harper’s 
Ferry and the Metropolitan Branch road. In 1870, after the 
paseage Wy the Legislature of Maryland of an enabling act, 
he City Council of Baltimore passed an ordinance author- 
izing the indorsement of $750,000 of the first-mort- 
gage bonds of the Lynchburg & Danville road to 
aid in the construction of that work. Under the consti- 
tution of the state, the ordinance passed by the City Council 
was submitted to the vote of the people, and that proposed 
aid to this important extension was defeated, in a total vote 
of 9,799, by a majority of 1,633. The people of Baltimore 
made a great mistake in being improperly infiuencd to re- 
fuse that aid. While the assistance by the city of 
Baltimore was advocated by the managers of the 
Baltimore & Ohio Company, the defeat was brought 
about to a great extent by the active antagonistic exertions 
of the Northern Central and Pennsylvania roads. Rather 
than permit Baltimore to be cut off from this connection, 
the Baltimore & Ohio Company furnished at considerable 
financial inconvenience at that period the means for the ex- 
tension of the Virginia Midland road from Lynchburg to 
Danville. It would have been the policy of the Baltimore 
& Ohio Company to proceed with the extension of that line 
south of Danville, as would have been most desirable for the 
interests of the Southern trade of Baltimore, but that it was 
occupied in other and still more important works connected 
with its main line extensions. The interests of Baltimore 
and of its national trunk line required the completion of 
the road from Cumberland to Pittsburgh, and of the 
arching of the tunnels and the perfection of the 
line from Grafton to Parkersburg ; the construction of the 
two great iron bridges over the Ohio River— the one between 
Parkersburg and Belpre and the Baltimore Short Line, and 
the other connecting its main stem at Benwood with its 
trans-Ohio system at Bellaire ; the building of the highly im- 
“portant Baltimore Short Line and of the Cincinnati & Bal- 
timore roads; the completion of the Central Ohio 
and Lake Erie divisions; the construction of its  in- 
valuable and powerful line to Chicago ; the completion of 
its Newark, Somerset & Straitsville line to the best coal 
fields of Ohio: the construction of its elevators, piers and 
docks, and other great commercial facilities at its marine 
terminus at Locust Point ; the establishment of lines of 
steamships first introduced between Baltimore and 
Liverpool and between Baltimore and Bremev, thus 
originating the steamship service between Baltimore 
and European ports, which has become so_ potential 
in developing the commerce of Baltimore; the con- 
struction of its Alexandria Branch between Bladens- 
burg on the Washington Branch and Shepherd, on 
the Potomac River, opposite Alexandria; these and other 
connections and improvements required such vast expendi- 
tures that 1t was not deemed judicious te presecute in the past 
the extensions of the line south of Danville; but during the 

resent vear a programme was adopted in association with 
Srodeas John 8S. Barbour, of the Virginia Midland road, 


through which the best results for the trade of 
Baltimore would have been achieved. Baltimore 
has lost, through the blunder made by her ac- 


tion in 1870, in not extending the aid advised by the Balti- 
more & Ohio Company to her Southern system, a vast 
amount of valuable trade and busivess during the period 
which has since elapsed. By the recent arrangement for 
the transfer of a portion of the interest of the 
Baltimore & Ohio Company in the Virginia Midland system, 
the control of which had been long since secured by the 
Baltimore & Ohio Company, the following lines and routes 
are opened for important commercial interchanges with 
Baltimore, viz : 



















Miles. 
Richmond & Danville ................... ; 14C 
Piedmont Kailroad........ — ..-... 4% 
North Carolina Railroad and branch...... 248 
Atlanta & Charlotte Air Line and branche ‘ -. 288 
Pe I ING acca cece cncccsce sacece sevesescs 51 
Columbia & Greenville Railroad aud branches.... ......... 297 
Knoxville & Augusta Ratlroad...............0..50 cece eee eee 16 
Charlotte, Columbia & Augusta Railroad........... ......... 191 
Northeastern Railroad, of Gecrgia .. 2... 2.60.66. eee ee eee ee 40 
Spa tanburg & Asheville Railroad .................. 6 5. 6. 50 
estern N. C. Railroad, with extension...................... L&G 
York River Railroad Wins ere Re Ria wkn ka deck ea Gamens 39 
1,595 
These roads with the Virginia Midland system, namely : 

Miles. 

Alexandria to Danville .. .... ............0. ce cece cee 232 

Manassas Junction to Strasburg........ 6... -. 6... .ee eens 63 

Wartington Branch.......... =e. 

Franklin Division....... ad harere Sick ben ahtshe.c bebe o804s ack 37 

RUIN CNUIINOUN <5 dsciccceccwereeces ccc peiecveses 9 
350 
DIN. oie herrdveccccccconsscsdsesssccssavesscees 1,945 


So large are the investments and responsibilities made and 
assumed by the parties connected with these lines by their 
existing engagements and their agreement in connection 
with the Virginia Midland road and for its extensions, that 
their plans and interests will imper:.ively require them to 
build up an immense trade, north and south, with 
Baltimore. The Baltimore & Ohio Company, in order 
to secure this trade, has made arrangemerts to extend its 
effective and attractive terminal facilities for the’ use at 
very low charges of this Southern system, embracing already 
1,945 miles, through the finest portions of the states of Vir- 
ginia, North Carolina, South Carolina and Georgia, and 
which will ultimely ramify with great efficiency and strength 
throughout the entire South. [t is arranged that the trans- 
fer over the Potomac River, between Shepherd and Alexan- 
dria, shall belong jointly to John S. Barbour and bis associ- 
ates, and the Baltimore & Ohio Company, and that it shail 
be operated on joint account. 

The Baltimore & Ohio Company has thus achieved the 
objects in the interest of the city of Baltimore, for which, 
since the close of the civil war, it has so persistently lavored, 
and it now —> in connection with the arrangements 
with Mr. John 8. Barbour and his associates, a_pro- 
gramme which, if properly improved by the merchants 
and manufacturers and those generally interested in the 
prosperity of Baltimore, with its ramified, important 
and rapidly increasing facilities and developments, 
and co-operated with by the great interests of the South, 
which can be so much benefited by using its economical 
advantages and profitable connections, canuot fail to make 
Baltimore the central entrepot and city for the l rgest and 
most important interchanges of business hetween the North 
and the South and Great Britain and the continent of 
Europe. Baltimore will thus, in the variety and 
extent of its Southern, Southwestern, Western 
and Northwestern relations, assume a still more promi- 
nent and commanding position. The true and only policy by 
which this system of railways can be managed so as to make 
profitable and satisfactory results for its owners and for the 
regions which it penetrates will be to adopt the principles of 
the Baltimore & Obio Company of encouraging and trans- 
porting a massive business in all directions east and west. ‘I'be 

nia Midland and itsassociate lines, in order to reach their 
develo) 
and south, 


nt, must command the traffic both north 
thus furnish loads for cars in both directions 





to an enormous extent, and, with the rapidly expanding 
progress and prosperity of the South, to incalculable aggre- 
gates. Its rates lor transportation can, and should, be of 
moderate character, and thus build up all local mineral, 
manufacturing and agricultural interests, and advance the 
latter by carrying fertilizers at cheap rates. Every 
class of foreign and domestic products should be 
transported for consumers throughout the South at 
such moderate rates as to make the entire system useful for 
alt public interests, valuable and desirable for the whole 
South and upon the —s stated satisfactorily remunera- 
tive for its proprietors. It is anticipated that the system 
organized will be so developed, in view of the geographical 
relations of Baltimore, as to benefit Richmond and her sister 
cities of the South, with all of which it will be of mutual in- 
terest to have the closest and most friendly relations. It is 
proper to state, as a part of the arrangement which has been 
entered into, that the relations which the Virginia Midland 
Railway Company looked to assuming in connection with 
the construction of the North Carolina Midland 
Railroad have been fully recognized by the par- 
ties, and the line agreed to be built without unnec- 
essary delay. The construction of this extension is regarded 
as material to perfect the railway system south of Danville 
in the Carolinas, and to afford the necessary outlet for the 
business of an extensive and valuable region of country 
partially developed and heretofore not provided with desir- 
able facilities of transportation to market. Mr. Barbour is 
now Presideut of tae North Carolina Midland Railroad Com- 
pany, and it is understood that his associates have, since the 
purchase referred to, made a large subscription to the 
capital stock of that company, which assures, with the co- 
— of the local communities, the completion of the 
roa 


THE SCRAP HEAP. 


Locomotive Building. 


H. K. Porter & Co., builders of light locomotives, are 
adding a new boiler shup to their works in Pittsburgh. It 
will be of brick, with slate roof, 140 by 60 ft., and one 
story high. 

The Manchester Locomotive Works, at Manchester, N. H. 
are turning out three locomotives a week. 

The Grant Locomotive Works in Paterson, N. J., have 
just completed a second Fontaine locomotive for the Fon- 
taine Engine Co. It is to be run on the Erie for the present. 


Car Notes, 


The shops of the Central Railroad, of Georgia, at Colum- 
bus, Ga., are building 50 new boxcars for the road. 

The Jackson & Sharp Co., at Wilmington, Del., has just 
completed two very handsome cars for the Worcester Ex- 
cursion Co., of Worcester, Mass. The shops are building 
three officers’ cars and 50 passenger cars for the Denver & 
Rio Grande road. 

John L. Gill, Jr., is adding extensively to his Pittsburgh 
Car & Car Wheel Works in Allegheny, Pa. A new engine 
and cupola have just been completed in the foundry. 

Pennock Brothers, at Minerva, O., are now filling a large 
— for coal cars fcr the Toledo, Delphos & Burlington 
road, 

Butterworth & Lowe, at Grand Rapids, Mich., are build- 
ing a considerable number of four-wheel log trucks for log- 
ging railroads in the Michigan pineries. 

The Bellefonte Car Works, at Bellefonte, Pa., are turning 
out five box cars a day. 

The Lobdell Car Wheel Co., at Wilmington, Del., is about 
to build a new brick foundry, 263 by 200 f{t., and a machine 
shop 64 by 150 ft., on land lately bought in South Wilming- 
ton. The company is building a new blast furnace on its 
iron property at Brown Hill, Franklin County, Va., which 
will be put in blast as soon as finished. 


Bridge Notes. 
Mr. Jobn Lawler, of Prairie du Chien, 





’ 


Wis., the con- 


; | tractor, has begun work on the bridge over the Mississippi 


at Wabasha, Minn., for the new Chippewa Valley & 
Superior road. . It is to be a pile bridge 1,600 ft. long, witb 
a draw opening of 400 ft., the draw span to be of pontoons, 
similar tu the bridge now in use at Prairie du Chien. The 
bridge is to be finished by spring, and a temporary winter 
bridge wiil be put in as soon as navigation closes. 

Proposals will be received by 8. T. Abert, United States 
Civil Engineer, at his office in Washington, until Oct. 15, for 
a bridge over the Potomac 3,100 ft. above the aqueduct 
bridge at Georgetown, to include approaches; also for the 
same bridge at a point 500 ft. above the aqueduct bridge. 
Specifications, etc., can be obtained at the oftice in Washing- 
ton. 

The Buckeye Bridge & Boiler Works of J. Miler, in Cleve- 
land, O., have orders for 15 iron bridges, besides a large 
quantity of boiler work. 

The Bridge Committee of the City Council of Nashville, 
Tenn., will receive bids until Nov. 1 for the foundations, 
masonry, approaches and superstructure of a bridge over 
the Cumberland River. The limit of cost is $125,000. Cross- 
sections of the stream, profiles of the approaches and other 
information can be obtained of W. F. Foster, City Engineer, 
at Nashville. 

Tie contract for the long viaduct across the Cuyahoga 
River in Cleveland, O., for the New York, Chicago & St. 
Louis road, has been divided. The Cleveland Bridge Co. will 
build the draw-span and the viaduct from the east end to 
Central Way; the Delaware Bridge Co., of New York, the 
bridge from Central Way to the next span east of the draw, 
and Rust & Coolidge, of Chicago, will build a‘l the rest of 
the bridge. 


lron and Manufacturing Notes. 


The rail and tar mills of the North Chicago Rolling Mill 
Co. at Bay View, near Milwaukee, Wis., are running full 
double turn. One of the blast furnaces there is running, 
and the other has gone out of blast for repairs. 

It is proposed to builda new blast furnace near Sparta, 
Sussex County, N. J., on the line of the New York, Susque- 
hanna & Western extension. 

The rolling mill at South Wilmington, Del., bas been 
leased to Mr. Miley, of Lebanon, Pa., who intends to start it 
up as soon as possible. It has never been in operation. 

The new bolt works of Oliver Brethers & Phillips, in Pitts- 
burgh, were to start up this week. 

The Old Colony Iron Works have bought the Mt. Hope 
Mills property in Somerset, Mass., and will remove a large 
part of their business there. 

The Abbott Iron Co., of Baltimore, has re-elected C. H. 
Ashburner President; John 8. Gilman, Vice-President and 
Treasurer; Isaac M. Cate, J. Harrison Garrett, Wm. 
Matthews. James Moore, Daniel J. Morrill, Charles Wheeler, 
Francis White, directors. 

Plans have been prepared for a new rolling mill in East 
Taunton, Mass., the building to be 180 by 129 ft. in size. 

Powhatan Furnace, in Richmond, Va., is being put in 
order ready to go into blast. 

John L. Bailey & Co. have begun work on the buildings 
for a new rolling mill near Manatawney, in Berks County, 
Pa., on the Colebrookdale Branch of the Reading road. 

D. W. C. Carroll & Co, in Pittsburgh have just completed 


20 steel boilers for the Edgar Thomson Steel Works. They 
are 55 ft. long and weigh 11 tons each. ‘ 

Dilworth, Porter & Co., limited, in Pittsburgh, are addin 
largely to the capacity of their works for making rai 
spikes, in order to keep up with the demand. 

The rolling-mill of the Georgia lron Co. in Atlanta, Ga., 
was destroyed by fire Sept. 21. The loss is estimated at 
$150,000; there was $50, insurance on the property. 


Quick Work at Tracklaying. 


Probably the quickest work ever done on track in this 
country was on the special track laid for the President’s 
trainat Long Branch. Assistant Superintendent Stearns, 
of the Central Railroad of New Jersey, telegraphed B..Mur- 
taugh, Track-Master, at 12.46 p. m. on Sept. 5 to lay new 
track from the main line at Elberon to Francklyn cottage, 
a distance of 3,420 ft. At 3 p. m. the first ground was 
broken with but 12 men; after 3 p. m. each train brought 
men until 7 p. m., when 351 skilled trackmen were on the 
ground; the construction train with ties and switch materi- 
al arrived at 7.15. The first rail was laid at 7.45 p. m. and 
the last rail at 2.40 the morning of the 6th, when all stopped 
work till 5, at which time work was resumed, and at 9 a. m. 
the 3,420 ft. cf new track was completed and an engine ran 
several trips over it to test 1t. 

The following is a report of material used: Cross ties, 1,- 
767 ; spliced joints, 203 ; railroad spikes, 3,600 pounds ; cut 
spikes, 100 pounds ; plank for road crossings, 4,000 feet ; 
handled and used 300 cubic yards of earth and cinders for 
grading and surfacing track. In addition to the above there 
were: Station lamps, 14 ; hand lanterns, 36, and 14 two- 
horse teams with their drivers, volunteered and did good 
work. Only 15 hours and 20 minutes in building and surfac- 
ing 3,420 ft. of track. George W. Abbott, Track- Master 
from Somerville, assisted Mr. Biertenge, and Assistant Gen- 
eral Superintendent Stearns was on the ground most of the 
time. The Receiver subsequently Pena. gr order thanking 
the officers and men for their prompt and efficient work. 


Left on the Train. 


The following story is told by the Seymour (Ind.) Daily 
Lever o: Sept. 15: ‘Shortly after Conductor Meed Stillwell’s 
train, No. 4, left Washington yesterday morning the atten- 
tion of the passengers was attracted by the cries of 1 baby, 
coming from a bundle of clothes under a seat. On examina- 
tion a healthy and pretty baby a few days old was found 
pinned up ina patch-work quilt. It was remembered by the 
passengers that a woman had taken the train at Vincennes 
and eo the seat ts Washington, where she left thecars, 
apparently taking pains to keep her face from being seen. 
The conductor took charge of the little stranger, carrying it 
to the Orphans’ Home at Cincinnati.” 


Cooling the Workmen. 


The Cambria Iron Company, of Johnstown, has intro- 
duced a device for lessening the heat about the rolls and 
heating furnaces in their rail mill. Two 40-in. pipes con- 
duct a current of air froma large blower on the outside of 
the building and discharge it down upon the workmen. 
This gives at all timesa cooling breeze, which makes it a 
much pleasanter place for workmen to operate.—American 
Manufacturer. 


Exhibition ot Smoke-Preventing Apparatus, 


The Department of State at Washington is in receipt of a 
communication from the British Legation, relative to the ex- 
hibition to be held in London of apparatus of all kinds devised 
to prevent smoke and to consume smokeless as wellas other 
kinds of fuel. The exhibition will be open from Oct. 24 to 
26 inclusive, and the Department has been further informed 
by the British Charge d’Affairs at Washington that the com- 
mittee has decided to consider favorably all applications 
from foreign exhibitors throughout the whole of September, 
and they will, as far as possible, reserve space for late ex- 
hibits, so that none may be excluded. 


Tunneling a Volcano. 


The rocks which constitute the southern island of New 
Zealand are for the greatest part of the archaic tyne, con- 
sisting principally of gneiss. granite, mica-schist, v1yllite, 
quartzite and felsitic rocks, They are partly covered by 
paleozoic strata which are folded up into innumerable troughs 
and saddle-backs throughout the province of Canterbury 
and which partly belong to a carboniferous period, so that 
there are prospects for a future discovery of coal beds. By 
far the greatest interest, however, is offered by the extensive 
volcanic phenomena of the island, and amongst them the 
extinct voleanoes upon the Banks peninsula, east of the 
town of Christchurch, are —— This peninsula now 
only connected by bands of low and recent deposits with the 
mainland, was once a complete island, only formed by 
voleanoes, which rose up from the bottom of the sea. The 
special construction of such an extinct volcano has been 
made visible by a tunnel of 3,000 yards upon a railway 
between Christchurch and Littleton, which has pierced 
through the walls of a volcanic cone, and thus has laid bare 
its structure of successive streams of lava and bedsof scoriz, 
ashes and turfee, which are again intersected by dikes of 
younger volcanic rocks. Thisis perhaps the first volcano 
through which a railway has been constructed.—Engineer- 
ing. 


The Rail Market. 


The Jron Age says of steel rails: ‘‘The market is a little 
unsettled and irregular. Some of the large buyers appeer 
to anticipate lower prices, although manufacturers claim to 
be fully convinced that they will be higher, and that $60 
is an inside rate for deliveries during the first half of 1882. 
Prospects are certainly very encouraging at present, and 
if all the rails are taken that: are under contract, there will 
undoubtedly be a scarcity. The low-price party predicts 
that many of the oo roads will fall through, and that 
the actual amount called for will be vastly less than is indi- 
cated by orders on the books. The other side claims that 
the capacity for production has been overestimated, and 
that manufacturers will find their output very disappoint- 
ing, chiefly because of delays in getting in new tools, ma- 
chinery, etc., incidental to such important extensions as 
they now have under way. Then the demand for blooms 
and billets is becoming so important as to materially inter- 
fere with their rail product, and it will be impossible to 
make such an output of railsas many appear to calculate 
upon. Both parties seem to be confident of their ition, 
and both are inclined to wait developments rather than 
force business; hence buyers talk $55, and sellers are 
equally confident at $60, with very few sales upon which to 
base actual quotations. The English market is a shade 
easier, and orders could be placed at prices equal to $61 at 
Atlantic to 362.50 at Southern and Gulf ports.” 

Iron rails are quiet, but manufacturers are holding firm at 
$47.50 to $48 per ton at mill for heavy rails, with little 
or no change in light sections. 

Steel blooms are steady at $43.50 to $44 per ton, duty 
paid. Negotiations are reported in progress for a large lot 
of English hlooms. 

Old steel rails are reported to be in some demand; in- 
quiries have been made, but none are on the market. 





Old irqn rails are dull. Philadelphia quotations are 
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$27.50 to $28 per ton for T-rails, Double-heads are scarce, 
and $30 per ton has been paid for small lots, 

ilroad spikes are at $2.85 per 100 lbs,; fish-plates, 
$2.40 to $2.50; track-bolts, $3.25 to $8.75. All the makers 
are busy. 


Palace Excursion Cars. 


The Jackson & Sharp Co., at Wilmi m, Del., has just 
completed two excursion cars for the Worcester Excursion 
Co., of Worcester, Mass., one of which is thus described by 
the Wilmington Every Evening: 

“The car is of the regular width and 66 ft. in length, or, 
including the platforms, 75 ft. The exterior of the y is 
painted with exquisite taste, in colors that harmonize with 
the design throughout. The panels are of a rich wine color, 
ornamented in Eastlake striping and tracery of gold, black, 
green and vermilion. The letter board and corner posts are 

inted in two shades of olive, with similar ornamentation. 

~~ res are of plate glass enriched with embossed 
wor) 

“‘The car is mounted on six-wheeled trucks, the wheels 
being steel-tired. Underneath the 4 are commodious 
lockers for ice, game, provisions, etc. e platforms at the 
ends are enclosed all around with iron railing work and 
spacious enough to form very pleasant traveling observa- 
tories. In the portion of the roof projecting awning-like 
over the platforms are fitted hooks upon which game may 
be hung. 

‘The interior is luxurious enough to match the elegance 
of the exterior, being finished throughout with oiled 
mahogany, relieved with marquetry. Entering at the 
front, a passage way to the left of the visitor leads to the 
spacious saloon in the centre of the car, while a door to the 
right leads into a cozy reading-room, fitted with a sofa bed 
and a folding berth of rich workmanship. Adjoining this is 
a storage-room for bedding, beyond which are a baggage- 
room and a ladies’ toilet-room, Then comes the 
grand saloon, entered from either end of the car by 
doors, in which are framed embossed glass panels 
of exquisite workmanship. In consonance with the sugges- 
tion of hunting sports which pervades the cars, the central 
figure embossed on the glass of one door represents a defiant 
stag; on another a startled doe is attentively striving to 
catch the direction of some distant note of alarm; ona third 
is portrayed a dog with arail or snipe in his jaws, and so 
on. On each side of the doors are bevelled edge plate glass 
mirrors framed flush with the paneling. The ceiling is fres- 
coed in Eastlake style and the ventilatorsare fitted with em- 
bossed glass. The windows are curtained in silk damask of 
crimson and old _. On the floor is a rich Wilton carpet 
designed especially for this purpose, and the furniture is ur- 
holstered in silk to match the carpeting. A fine piano will 
occupy a prominent place in this parlor. Tae room is lighted 
by nickel-plated chandeliers designed by Wiiliams & Page, 
of Boston. 

‘At night the parlor may be converted into a dormitory 
supplied with Page’s patent berths, each berth, as well as 
every apartment, being provided with electric bells. The 
berths are removable, and not a trace of them is visible dur- 
ing the day. 

‘In the rear of the parlor is a private drawing-room, 
fitted with an article of furniture ingeniously contrived for 
double duty, a bed by night, a secretary by dzy. A wash- 
room, with all the usual en, comes next, adjoin- 
ing which is a gentlemen’s Javatory. Beyond are the pantry 
with a reversible table which can be turned into a bed for 
the porter; a refrigerator, ingeniously constructed cup- 
boards, shelving and drawers, thekitchen with range, boilers, 
etc., complete, and water tanks with an aggregate capacity 
of 250 gallons, and the silver and china closets, with most 
admirable economy of space; closets for various purposes are 
dovetailed throughout the passage ways, and every inch of 
space is utilized in some way.” 


The Baggage Smasher. 


5] 


‘“*Polgers,” an old correspondent, is moved to write to the 
New York Times as follows : 

‘* Having read receutly several articles in the daily press 
laudatory of the preeceen & transfer of the President from 
Washington to Long Branch and commendatory of the 
efforts of railroad management generally to make railroad 
traveling easy and luxurious, I am constrained to call atten- 
tion to just one thing that would do much greater favor to 
the travelers than soft seats and gilded decorations. 

**In all the improvements and reforms this one thing has 
been overlooked, There is one individual with whom the 
traveling public is brcught into close and intimate relations 
who has passed through the ordeal of reform untouched, 
unscathed and seemingly unnoticed. No one—not even the 
managers, not one of our greatest railroad magnates, not 
Mr. Vanderbilt, nor Mr Jay Gould himself, nor bis repre- 
sentatives—has dared to raise a finger or whisper 
a remonstrance on the subject of his bullying of the 
entire traveling community. Need I name him? Does 
not your prophetic soul tell you that it is the bag- 
gage fiend—the smasher? Has any superintendent or other 
official, high or low, dared to undertake to regulate bim? 
While conductors, brakemen, and engineers are regulated to 
death, the baggage fiend sits on the top of the loftiest Sara- 
toga or softest hat-box and chuckles and cries: * Ho! ho! 
Don’t dare to regulate me!’ The travelling community 
have borne it long. ‘They have stood by and seen their last 
and best trunk pitched and buffeted until the air was full of 
fragmentary trunk-makers’ hardware, and _ brass-headed 
nails flew like bullets, worse than a battle-field. They have 
seen the gleam of the smasher’s eye as he has caught sight of 

our solicitude for a valise in which he knows you have a 

bottle of snake-bite medicine carefully enveloped in tkree 
soiled shirts, and when, with a dexterity coming from long 
practice, he strikes the furthest corner post with it and an 
odor of old rye immediately pervades the car. Ha, ha! then 
he is in ecstacy. But tosee him in his fullest glory, when 
his blood is up to the highest pitch and the excitement gets 
highest, you should wait until the last quarter of an hour. 
‘Then see him, with wild eye, pitching an tossing, seizing a 
huge Saratoga and giving it a whirl sending it spinning like 
a top, while the handle remains in his grasp, and he laughs 
wildly, tossing it into the corner with a pile of similar 
trophies of his skill. Then is he most dangerous. Lives 
there a man who dare at that moment to open his mouth in 
remonstrance or open it for any purpose whatever? Dare 
he interrogate the fiend then? No. 

** Fellow citizens, shall we who travel and spend half we 
earn in buying new trunks or in repairs to those so recently 
new, go on in this way ; go down to our graves and leave 
posterity to fight this thing out? We did not hesitate to 
shed our bl in the last war for the benefit of coming 
generations. Then why hesitate ? It is true that the reform 
we claim calls for a greater effort, but ‘ nothink is too great 
for us, nothink.’ Let us petition first for areformation. If we 
don’t get it, let us undertake the smasher ourselves. To rail- 
road managers we say, Never mind soft cushions and glit- 
tering decorations ; never mind big engines and steel rails ; 
never mind flying lunches, but come to our rescue, abate the 
smasher, institute such regulations that a man can make the 
trip to Chicago and return ot an expenditure of not more 
than one trunk. a 

“There is a wide field for the railroad man yet ; let him 
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LOCOMOTIVE RETURNS, APRIL, 1881. 
Master Mechanics of all American railroads are invited to send us their monthly requrns for this table. 
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* Five empty cars rated as three loaded ones. 


| Three empty cars rated as two loaded ones. 
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* Switchi engines allowed 6 miles per hour; five empty cars 
ed ones. 


+Switching engines allowed 6 miles per hour; helping engines, | sated ge teres oad 


run. neers’, firemen’s and wipers’ wages not included in cost. 
ooeavinching cngines allowed 6 miles per hour. The ton v4 — is 2,000 Ibs., unless otherwise noted; 25 bushels 
Fuel not esti > coun e ton. 
tteo empty cars rated as one loaded one. | Repairs generally include all shop expenses. 





not fancy his work done. Let him beard the smasher in his 
den. If he loses his life in the effort we will erect a monu- 
ment to his memory more lasting than the obelisk itself. 
Nay, we will diga hole under its foundation for him, and 
tell all the world that those hieroglyphics express the grati- 
tude of an outraged public. One more thing, while he is 
about it, let him try to regulate a car-door bang so that it is 
not very much more of a shock to nerves than the report of 
a musket. We will compromise then, lie down and die 
cefully, without a claim for any last words, or, if so, they 
shall be blessings invoked on the head of the reformer; or, if 
he has gone before, which is most probable, we will greet 
him with a warmth on that other sho.e characteristic of its 
peculiar cli - 


Prizes for Gardening. 


Tke Boston & Maine Company now allows its station 
agents $10 a year each with which to buy seeds, plants, etc., 
and offers prizes of $50, $30 and $20 to the agents whose sta- 
tions are kept and present the neatest and most at- 
tractive appearance. 


Test of a Ventilating Apparatus. 


The svstem of ventilating cars devised by Mr. Andrew J. 
Chase, of Boston, was put to a test on a car on the Boston & 
Albany road Sept. 12, which is thus described by the Boston 
Herald: ‘The 11 o’clock express train for New York 
was taken. Accompanying Mr. Chase was Mr. William B. 
Lindsay, assistant in the chemical department of the Massa- 
chusetts Institute of Technology, and Mr. Adams, the Mas- 
ter Car-Builder of the Boston & Albany Railroad. 


“Mr, Lindsay went for the purpose of measuring the veloc- 
ity and volume of the air coming into the car by the supply 
Dp pes, and the velocity and volume of the vitiated air ex- 
pelled, while the train was in rapid motion. The following 
is a brief description of the ratus used in this system. 
There are two general — es involved in it: One, the sup- 
ply of fresh air, freed from dust, cinders, etc. ; the other, the 
expulsion of the foul air by the lungs and 

ies of the occupants of the car. The air, as the 
train passes rapidly onward, is caught by a kind of 
scoop, or mouth, and is forced, cinders and all, down- 
ward through a pipe into a reservoir, where it strikes 
the water contained therein with sufficient force to 
be driven through it. After being thus cleansed and 
cooled the air is forced, by Ge peas of the descending 
column, upward through another pipe or funnel and dis- 
charged into the body of the car. This air, being pure and 
cool, naturally gravitates to the bottom of the car, displac- 
ing the warmer vitiated air, which then ascends to the top 
of the car, where it is rid of by an ingenious device. This 
consists of two pes or tuunels laid w the outside of 
the car, on each side of the monitor top. ese tunnels are 








jacketed at both ends by a larger pipe, having a kind of bell 
touth, to better gather In tio sir’ "Through thes outer 


bell-mouth tubes—that is, the rear ones—the external air 
rushes with a velocity proportioned to the momentum of 
the car. 

“This air, by its rapid movement, serves to siphon or 
pump the vitiated air out of the car, the tunnel used being 
connected with the interior of the car by small siphon pipes 
through which the foul air is thus withdrawn. ere are 
valves at both ends of the tunnels, which act automatically, 
the ones in front being closed by the pressure of the atmos- 
phere, when the car is put in motion, while the rear ones 
are opened by the same +—~ rq exerted through the 
bell-mouthed jackets. The = to Worcester showed how 
well the apparatus worked. The air in the car was kept 
sweet and pure, and it was absolutely free from cinders, 
dust being out of the question, as the recent rains had laid 
it. The trial was made under some disadvantages, the 

rincipal being that the induction pipes were of small cali- 

re, and therefore the supply of air was, to some extent, 
limited. This, however, proved no defect in the system, 
but rather showed that any amount of air desired could be 
obtained by the enlargement of the induction pipes to the 
proportions desired. As it was, however, the day being 
cool and cloudy, the supply of air was ample to keep the at- 
mosphere of the car fresh and clean. It may be stated that, 
by this system, in the hot summer weather, not only could 
the air of the car be kept pure and free from dust and 
cinders, but it could be cooled to a delightful temperature 
by the use of ice in the reservoir, or, what would, perhaps, 
be better, ice and water combined, 

“The following is the result of Mr. Lindsay’s tests, as given 
by himself : 

* ‘The velocity of the air penpewiy J through the ventilating 
pipes and also of that passing out through the exit flues was 
Cine at several different times, The mean of these results 
thus obtained gives, I think, a fair determination of the 
amount of pure air entering and vitiated air_leaving the 





car. 

“<Mean of several determinations of the velocity of the 
air entering the car by the ventilator pipes, 1,248 ft, per 
minute. 

‘¢ ‘Mean of several determinations of the velocity of vitia- 
ted air leaving the car by exit pipes, 768 ft. per minute. 

‘«* Mean amount of air entering by ventilator pipes, 5 in. 
in diameter (two iu number), per minute, 340.6 cubic tt. 

‘“‘*Mean amount of vitiated air leaving by exit pipes, 3 fh. 
in dianreter (12 in number), supposing the same velocity in 
each, per minute, 451.6 cubic ft. 

‘+A passenger car of ordinary size has a capacity of about 
8.500 cubic ft. According to the above results, a volume of 
air equal to the cttbical capacity of the car enters it in about 
10 minutes, when running at ordinary qares speed. This 
air, moreover, is free from all dust and cinders, in fact, 
clean, which js not the condition of that admitted by the 
usual method of ventilation. There is a very noticeable 
difference between ek oe of the air in the car ventil- 
ated by this method the ordinary passenger car. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpiToR RAILROAD GAZETTE. 


Advertiscments.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising pxtronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early or of events which take place 
under their observat such as changes in railr offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 

gement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pouety, annual reports, some notice of all of which will 
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This week, when men’s minds are all turned in one 
direction, and that from their daily work and cares; 
when all feel that it is a time for mourning, and for 
mourning only, it seems almost impertinent to offer 
our usual weekly programme of purely technical news 
and discussions. Though for months the whole 
nation has sat by one bedside, and read and 
talked of one subject, and now more than ever 
little else is offered for us to read or hear; yet we 
feel that now more than ever all our thoughts belong 
to that one coffin and grave which at last hold what 
has so closely united us all, men of all occupations, 
parties, creeds and conditions, in one hope and one 
anxiety, and made us truly one people, teaching us to 
feel that we are not simply fellow-men and fellow- 
countrymen, but brethren, who all mourn at ene tomb. 
We tov would not be wholly silent on this occasior, 
but profess our sympathy in the common sorrow. 


THE COTTON CROP OF 1880-SEABOARD RE- 
CEIPTS,. 


We again take advantage of the full and trustworthy 
review by the Commercial and Financial Chronicle, 
of the movement of cotton during the crop-year end- 
ing with August, to present some of the facts relating 
to this crop which are of most importance to the car- 
riers. The crop being limited to a comparatively 
small part of the country, and being in comparison 
with grain crops not great in weight, its national im- 
portance is likely to escape most of the people of the 
North, and the great freight carriers; just as it is 
likely to be overestimated by the cotton states and 
the cotton carriers. It forms the great crop of a con- 
siderable part of the country, and the only staple of 
any importance which this part of the country sends 
to market. To that part of the country truly it is not 
easy to exaggerate the importance of the crop. It 





stands to Georgia and Mississippi much as wheat, corn, 
hogs and cattle combined do to Illinois and Ohio. A 
good crop and good prices mean prosperity to the peo- 
ple and to the railroads of the cotton states—to the 
latter not merely a heavy cotton movement, but heavy 
shipments of provisions and merchandise, and much 
traveling ; while a bad crop, unless mitigated by high 
prices, means poverty and stagnation in most kinds 
of business. It is true that comparatively a small 
part of the area of the cotton states is devoted to 
cotton, and that in some districts where much cotton 
is raised the planters grow considerable corn and 
some hogs and cattle, and buy very little grain or 
meat; and there a failure of the cotton crop simply 
makes them short of means to buy merchandise and 
make improvements; while where corn and bacon, the 
most necessary food for man and beast, are bought 
and not raised, they must be paid for by sales of cot- 
ton—a condition of things which hardly exists in any 
other agricultural country in the United States. The 
recent improved condition of the South has been at- 
tributed partly to its growing more of its plantation 
supplies. How far thisis true we have no means of 
knowing; but it should be borne in mind that 
a very large part of the South is not prop- 
erly a cotton country, or is hardly as well 
fitted for cotton as for corn and stock. This is 
true of nearly all Virginia and Kentucky, of the 
wide belt of mountains and foot-hills of the Allegheny 
range, including a large part of North Carolina and 
Tennessee, and no small area in South Carolina, 
Georgia and Alabama; and it is true also of much of 
Arkansas and Texas—which latter has probably much 
more good grazing land than cotton land, and a vast 
area of timberland besides, which for along time will 
produce little else than lumber. These parts of the 
South can produce not only their own supplies. but also 
large surplus for the cotton country proper. It could 
probably much more than supply the cotton country ; 
but most of it is quite thinly peopled, and but a small 
part of the land is cultivated. Moreover, parts of it 
produce what is required more in the North than the 
South, as beef cattle and wheat (in Virginia, Kentucky, 
Tennessee and Texas); the South requires chiefly corn 
and bacon, 

We have noted before that the growth of cotton 
production from year to year has been rapid and 
almost uninterrupted since 1871, by which time the 
demoralization due to the war had been in a measure 
overcome, The great crop previous to the war was 
that of 1859, amounting to 4,823,770 bales, while in no 
other year had 4,000,000 bales been produced. This 
production was not equalled after the war until 1877, 
but has been surpassed every year since, until in 1880 
we had the altogether unparalleled crop of 6,589,329 
bales—36 per cent. more than the largest crop pro- 
duced before the war. 

The cotton production and movement are generally 
reported in bales, which vary considerably in weight: 
the Chronicle’s report of receipts by states show them 
varying the last year from 46924 Ibs. in North Carolina 
to 50914 in Texas. We take advantage of its reduction 
to present the production for a series of years in pounds. 
To compare the progress of this crop with that of one 
much more widely produced, but chiefly Northern, we 
give by the side of the cotton production in pounds that 
of wheat in the same year, the latter in bushels of 60 
Ibs., and then that of both in tons of 2,000 Ibs. 





Cotton, Wheat, Cotton, Wheat, 

Crop of pounds. bushels. tons. tons. 

1873 —— 1,956,742,297 281,254,700 978,371 8,437,641 
1874 +++ +.1.786,934.765 309,102,700 893,467 9,273,081 
1875 2 »410.024 292,136,000 1,100,705 8,764,080 
1876......2,100,465,086 289,356,500 1,050,233 8,680,695 
/ > ee 2,309,908,907 364,104,146 1,154,954 10,925,824 
Se 2,400,205,525 420,122,400 1,200,103 12,603,672 
oo See 2,772,448,480 448,756,630 1,386,224 13,462,699 
1880..... 3,201,546,730 480,849,723 1,600,773 13,425,492 


There has keen some similarity in the progress of 
the two crops. There was no marked progress from 
1878 to 1876 in either, but since 1876 the increase has 
been rapid and uninterrupted in both, but more in 
wheat than in cotton, the latter having made the ex- 
traordinary increase of 1534 per cent. from 1879 to 
1880, when the gain in wheat was but little more than 
7 percent. But from 1876 to 1880, which has been a 
period of marked and probably extraordinary agricul- 
tural progress in nearly all the leading staples, the in- 
crease in wheat production was 66 per cent., in cotton 
5214 per cent. Considering that there is but one cot- 
ton state that can properly be considered new, while 
there is a large number of new wheat states, it seems 
surprising that the increase in cotton bas so nearly 
kept pace with that in corn. If we go back 


to 1878, the rates of progress approximate 
still more closely, the increase in cotton 
being 621g, and in wheat 71 per cent. Wheat, 


however, is not the chief crop of the North, as cotton 
is of the South; but the rate of increase in wheat of 








late has been greater than in any other crop, that in 
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corn having been Jess than 20 per cent. from 1876 to 
1880, against 66 in wheat. 

‘We desire, however, to call special attention to the 
columns which show the weight in tons of the two 
crops, as explaining the comparatively small interest 
which the carriers take in cotion. The wheat crop 
last year weighed just about nine times as much as the 
extraordinarily heavy cotton crop, and it has} some- 
times weighed ten times as much. A ton of cotton, 
probably, was worth about $175 on the plantation, 
last year, and a ton of wheat only about $25, so that the 
value of the wheat was not so much more than that of 
the cotton; further, a much larger proportion of the cot- 
ton than of the wheat is sent to market, the consumption 
on the plautatious and even in the towns and cities of 
the cotton country being trifling, and none being re- 
quired for seed, which latter requires, probably, rather 
more than 10 per cent. of our total wheat production. 
Also a larger proportion of cotton than of wheat is 
exported. About 45 per cent. is as much of the wheat 
crop as has ever been exported; 70 per cent. of the 
cotton crop of 1880 was exported. Values exported 
are always most talked about; they interest a larger 
number of persons, and they usually require more ser- 
vice from the domestic as well as the foreign carriers. 

Most of the cotton, whether exported or consumed in 
this country, finds its way to market by way of a 
Southern seaport; there is a considerable ‘‘ overland’ 
movement from the cotton districts directly or 


by way of interior markets to Northern mills 
or Northern exporting cities. But the Chron- 
icle’s tables showing the number of bales 


received from the interior at each seaport (excluding 
all receipts at one port from another port) show that 
of 6,384,329 bales marketed outside of the South 
(where a little is manufactured), no less than 5,380,789, 
or 84 per cent., were received at ports south of Balti- 
more. A considerable portion of this is shipped to 
Northern ports to be exported, as well as for domestic 
consumption ; but by far the larger ‘part of the ex- 
ports is made from Southern ports also (last year 79 
per cent. of the total exports), and this further illus- 
trates the importance of this crop to the South, It 
gives it its commerce, domestic and foreign. Scarcely 
anything else is exported from Southern ports, except 
a little grain at New Orleans, and some cargoes of 
lumber from Pensacola and various other harbors. 
The receipts and the exports, in bales, and the per- 
centage of the increase over last year, at the severa 1 
ports, have been as follows for the past two years : 





-~-——Receipts.———, P. c. of ——-Exports.— P. e. of 

1881. 1880. Inc, 1881. 1880. Ine. 

Louisiana. .1,605,686 1,504,654 6.9 1,635,615 1,441,941 13.4 

Alabama... 392,319 358,971 9.3 116,263 111,687 4.1 
South Caro 

Bvassiss 670,605 494,361 35.7 479,748 344,774 39.2 
Georgia 889.942 741,425 20.0 507.943 424,092 19.8 
O.. .... 713,505 494,885 44.2 488,758 301,874 602 
Florida..... 19,386 17,531 16.0 725 596 21.6 
Nortb Caro. 

HmA....... 155,255 106,245 46.1 69,810 35,783 94.5 
Virginia 934,091 761,225 22.6 328,818 257,065 28.0 
New York 174,304 216,731 *19.6 600,351 650,826 *7.8 
Boston. .... 183,743 214,324 714.3 135,628 133,102 1.1 
Philade 

_ SSS 77,985 49,831 56.4 74,142 41,593 78.2 
Baltimore.. 54,901 36,597 50.0 157,911 122,973 28.5 
Portland.... 2,368 4,891 *51.6 sgesens  webheswa rn 
San Fran- 

cisco.. vy 1,567 215 629.0 

Total. ..5,874,080 5,001,672 17.5 4,596,279 3,865,621 19.0 


* Decrease. 


The receipts and exports of Louisiana this year are 
all at New Orleans; of Alabama, all at Mobile; in South 
Carolina, the receipts and exports are chiefly at Charles- 
ton, but 46,424 bales were shipped from Port Royal and 
Beaufort, 37,480 of which were exported, and the re- 
ceipts were doubtless nearly the same as the shipments. 


= | In Georgia there were trifling receipts at Brunswick, 


but the business is substantially all at Savannah. In 
Texas, aside from about 9,000 bales exported across the 
Rio Grande to Mexico and 28,000 received at Indianola, 
of which 16,264 were exported thence, the receipts and 
exports were all at Galveston. The North Carolina 
cotton port is at Wilmington. All the exports of Vir- 
ginia are from Norfolk, but 206,695 bales shipped to 
Northern ports were received at City Point, Richmond 
and Petersburg. 

It will be noted that New Orleans made a compara- 
tively small gain both in receipts and exports. The 
largest gains were at South Atlantic ports. Those 
from Norfolk to Savannah, inclusive, received 2,649,893 
bales this year, against 2,103,256 last, a gain of 546,637 
bales, or 26 per cent., leaving for all the other ports a 
gain of 325,781 bales, or 11.2 per cent. 

The gain at Galveston is proportionately much larger, 
but, taking the three Gulf ports together, there is a gain 
of 358,000 bales, from 2,858,510 to 2,711,510, or 13.3 per 
cent. The receipts of the South Atlantic ports are this 
year nearly as great as those of the Gulf ports, which 
has never occurred before—at least for many years. 

The position of the several ports as receivers of cot- 
ton in successive years is shown below by the follow- 
ing,table, showing the percentages of the whole crop 
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received at each, which we copy from the Chronicle 
this year: 











last year, against 22.6 per cent. of the crop of 1875. It 


-|should be said, however, that the increase in cotton 











on see gg Oren of .| production of late years has been very great in the 
59. 5. 1876. . 1878. 1879. 1880. : : " 
Porte north of Nor pn aig ‘ er Atlantic states, een greater wore in “ —_ 
RIE 2 77 6.8 .89 6.75 9.07 7.48] Mississippi states; and we must not give too muc 
Norfolk. .... 1.18 11.33 12.84 10.68 11.20 13.22 14.18 ae J : & : 
Wilmington....... 0.85 2.31 3.08 3.18 268 1.85 2.35 | credit to long hauls by rail for this growth in cotton 
Charleston.. ..... 10.57 8.92 10.43 9.37 10.00 8.59 10.19 receipts 
Savannah......... 10.89 11.24 10.96 12.57 13.89 12.88 13.51 | TeCeIpts. ‘ ’ 
aoe gg sete ne K -4 ef a ry] 2 ye , = The length of this article compe's us to postpone 
ares e .02 08 i 4 2 5.95 . ° . . : 
New Orleans. ../144.35 30.33 26.64 28.92 23:40 26.13 24.37 | Consideration of the receipts of cotton at the principal 
Galveston......... 58 10.47 11.30 9.60 11.47 8.60 10.83 interior markets (which have great significance to 
ai Total De de call 94.55 80.76 90.03 90.33 87.65 96.87 60.15 Southern railroads), and a discussion of the fluctuations 
eae das Ls) oe 8. : 2.39 10.02 7-74) in the export movement at different ports. 
sumption........ 3.20 3.11 3.28 3.08 3.00 3.11 3.11 —— ——_$_____— 
100.0 100.0 100.0 100.0 100.0 100.0 100.0 Growth of New York Rail Grain Receipts. 


The Chronicle added a very interesting feature when 
it inserted a column for the great aute-war crop of 
1859, enabling us to see the changes th:t have occurred 
since that time. Then, it appears, there were no re- 
ceipts direct by rail at northern ports, which last year 
formed 715 per cent., and the year before 9 per cent. of 
the whole crop. Long hauls of freight by rail, unless 
of valuable me:chandise, were then considered imprac- 
ticable, and were so at the cost and price of carrying 
at that time. Almost the whole business of Norfolk 
(which in the table includes water shipments from 
Richmond, etc.), now receiving one seventh of the 
whole crop, has been created since that time, and is 
due also to long hauls by rail, Norfolk being at the 
extreme northeastern corner of the cotton country. 
Charleston's receipts were as large a percentage of the 
whole then as now, and larger than the average of late 
years. Savannah has gained in rank. Florida, which 
used to receive at Apalachicola considerable quantities 
shipped down the Flint and the Chattahoochee, now 
has very little cotton trade, the railroads carrying its 
own production as well as what it used to receive from 
these rivers to Savannah. Mobile has madea notable 
descent, and received but 6 per cent. of the crop of 
1880 against 1715 of the crop of 1859, and it does not 
gain. It, too, formerly commanded the receipts of 
the Alabama rivers, on which now probably no cotton 
is shipped, the railruads carrying Alabama's large pro- 
duction to better, though more distant, points further 
north and east. New Orleans also has descended in 
the scale, and instead of 44!5 percent. of the crop of 
1859 has 2415 of the crop of ,1880. The railroads 
again are chargeable with this diversion. What is 
carried now by way of Memphis, St. Louis and Cincin- 
nati to the East, and through by rail to Norfolk, for- 
merly went down the Mississippi and __ its 
tributaries to New Orleans. On the other hand, 
Galveston has made great progress, since 1859, though 
not much (in rank) since 1875; which is due to the 
great increase of production in ‘fexas. The newer 
railroads, however, tend to divert the Texas cotton 
from Galveston, and New Orleans henceforth may be 
expected to get a larger share of it, having recently 
obtained its first rail connection with Texas, and hav- 
ing well under way another line to :nother part of the 
state. 

Dividing these ports into three classes, according to 
their situation, we find that the percentages of the re- 
ceipts of each group have been : 








Ports: 1859. 1875. 1876. 1877. 1878. 1879. 1880. 
North Atlantic ... ..... 6.77 621 689 6.75 9.07 7.48 
South Atlantic....23.49 34.17 37.83 36.20 38.89 56.84 40.52 
Gs visiss anaes eves 71.06 48.82 45.99 47.23 42.01 40.96 41.15 

TORE osc i sgeeus 94.55 89.76 90,03 90.32 87.65 86.87 89.15 


Thus, in spite of the growth of cotton production in 
Texas, the one new state of the South, there has been 
an enormousreduction in the proportion of the cotton 
crops secking a market by way of the Gulf ports, 
since 1859, and a considerable one since 1875—again 
due to the lower rail rates, which have made possible 
longer rail hauls. 

The growth of direct receipis by rail at North At- 
lantic ports (Baltimore and further north) has not been 
very great of late years. There was a very large in- 
crease from 1878 to 1879, but the falling off last year 
indicates that this was exceptional. The yellow fever 
at Mewphis drove the traffic from its accustomed 
channels, and the receipts of the several markets are 
always affected when this epidemic prevails at any of 
them, as well as by the out-turn of the crop in the im- 
mediate vicinity of each. For instance, Galveston 
receives only Texas cotton, and a bad crop in that 
state reduces its receipts materially. New Orleans 
receives from a much more extended territory, 
but only very little from states east of Mississippi. 
Mobile’s field is perhaps the most limited of all, but 
the South Atlantic states are able to receive from 
nearly all the cotton -states, and do receive consider- 
able from every state east of the Mississippi and also 
from Arkansas. Thes2 ports seem to be making the 
greatest gains, anil Norfolk and Savannah especially 
seem to be absorbing a larger and larger proportion of 
the traffic, having received 27.7 per cent. of the crop 











The light traffic on the Erie Canal this season has 
alarmed some who are interested in the pre-eminence 
of the city of New York, but the reduction in canal 
business has not this year been accompanied by a cor- 
responding reduction in New York receipts. Receipts 
are smaller this year, but so they are generally; down 
to the middle of September this year the four Eastern 
ports, New York, Boston, Philadelphia and Baltimore, 
received in the aggregate 24,476,000 bushels of grain 
less than last year to the same date; of this New York 
lost 10,499,000 bushels, a decrease of 11.2 per cent.; 
while the other three ports lost 13,977,000 bushels, or 
16.2 per cent. of the receipts of 1880. Boston alone 
has gained; Philadelphia has lost 10,945,0U0 bushels, 
or more in amount than New York, and more than one- 
third of its last year’s receipts; Baltimore has lost 
5,703,000 bushels, which is 15 per cent. of its receipts 
last year. New York thus has improved its 
position in the ranks of grain-exporting cities, 
in spite of the fact that what has been its 
chief grain-carrier, the canal, has brought it com- 
paratively little this year, while last year it brought it 
more than ever before. Yet those who see disaster in 
the smaller canal receipts seem to get no encourage- 
ment from the larger rail receipts at New York. But, 
as things stand now, the railroads, in the aggregate, 
are by far the more important grain-carriers. As we 
showed last week, they have of late years brought to 
the Eastern ports from 73 to 79 per cent. of their total 
grain receipts. It would seem a matter of encourage- 
ment that New York should have a larger share of the 
stream which brings three-fourths of the traftic. Last 
year down to the middle of September it received 50,- 
542,000 bushels of grain by rail, while the three other 
ports named received 86,260,000; this year it has 
gained 8,200,000 in rail receipts while the other three 
ports have lost 14,000,000. And this year New York 
has had 45 per cent. (nearly) of the total rail receipts 
of the four ports, while last year it had but 37 per 
cent. of these rail receipts. If the gain in the percent- 
age of rail receipts were due to permanent causes, its 
importance would reduce the decrease in canal re- 
ceipts to insignificance. And there is good reason to 
believe that a Jarge part of the gain is due to perma- 
nent causes. The Pennsylvania and the Erie roads 
now have elevators in New York harbor, and the Erie 
has much greater facilities for carrying than it pos- 
sessed formerly, which will result in its carrying more 
freight to New York unless they are entirely }wasted, 
just as the extension of the Baltimore & Ohio’s lines 
in the West resulted in its bringing a larger quantity 
of grain to Baltimore ; the effect of the Pennsylvania’s 
elevator seems to be that it now carries grain to New 
York which otherwise would go by its lines to 
Philadelphia or Baltimore. But a portion of New 
York’s gain in rail receipts this year is probably due to 
the fact that a larger portion of the grain comes from 
the lake cities and the country due west of Lake 
Michigan, and less from the Ohio Valley and the 
country some distance south of the lakes, which latter 
is much nearer to Baltimore than to New York. Thus 
down to the middle of September, in which the re- 
ceipts of the four Eastern ports had fallen off 24,476,000 
bushels, or 1314 per cent.,the shipments of Chicago and 
Milwaukee had decreased but 1,729,000 bushels, or 13; 
per cent. Thus the decrease of the Eastern ports’ re- 
c2ipts was sixteen times as great as the decrease in the 
shipments of the Lake Michigan ports. 

All this is without consideration of the fluur re- 
ceipts, which are substantially all by rail (only 120 
barrels out of a total of more than 7,000,000 by canal 
this year, and only 2,519 out of 5,500,000 last year.) 
For these the canal cannot be said to compete, and a 
much larger proportion of the flour than of the grain 
goes to New York. Thus down to the middle of Sep- 
tember this year it received nearly 60 per cent. of all 
the flour going to the four Eastern ports mentioned, 
against 45 per cent. of the grain, and last year also 
nearly 60 per cent. of the flour against 37 per cent. of 
the grain. Only Boston can be said to compete with 
New York for the flour exported; Philadelphia and 
Baltimore together received this year 17 per cent. of 
the whole and last year 1614 per cent., and they re- 





ceive largely for domestic consumption. The canal, 
however, has nothing, practically, to do with the 
flour trade, and is not likely to have. Effective com- 
petition with the .railroads may be possible by 
the St. Lawrence route, at least so far as the 
carriage is concerned; but the experience of New 
York and Boston shows that it is much more 
difficult to divert flour than grain from the 
estublished markets. Transportation, even at full 
rates, forms but a small portion of the price of 
flour; it is exported almost exclusively by steamers, 
and there competitions for it is more effective than 
any other, probably, and the port with most steamers 
(whose destination is largely affected by the import 
business) will export most flour, as it does most of the 
provisions, comparatively a trifling portion of which 
goes by way of Baltimore and Philadelphia. 








‘Accidents to Railroad Employes. 


British railroad accidents during the first three 
months of the current year are reported to have killed 
269 and injured 1,078 persons. These accidents, how- 
ever, include injuries to persons on the track, etc., by 
trains, as well as train accidents. There but three 
killed and 276 injured by the latter, against 17 killed 
and 225 injured in the first quarter of 1880. The com- 
parison with the accidents in this country, as reported 
in our columns, is as follows : 





1. 1880. 
Killed Injured. Killed. Injured. 
United States...... 95 612 36 132 
Great Britain...... 3 276 17 225 


We were working something more than five times 
as many miles of road as there were in Great Britain ; 
but our train-mileage was not by any means large in 
proportion. The result in 1880 was decidedly favora- 
able to this country ; but for this year it is extremely 
unfavorable, our train accidents having killed thirty- 
two times as many and injured more than twice as 
many as the British train accidents. We may comfort 
ourselves somewhat by the reflection that last winter 
was exiraordinarily unfavorable and productive of 
accidents. 

In Great Britain, however, as elsewhere, train acci- 
dents are insignificant causes of death compared to 
the total victims that meet their death on railroads. 
In the first quarter of this year, we see only 3 out of 
269 deaths by accident on railroads were caused by 
train accidents. And of the 269 only 16 were pas- 
sengers, while 133 employés were killed and 120 
other persons, 93 being trespassers—persons un- 
lawfully on the track, who make up the greater 
part of the victims on railroads, aside from em- 
ployés, in this country also. Not enough atten- 
tion 1s paid, in this country at least, to the 
protection of empioyés They are not’ only 
the chief victims, but the number of passengers killed 
on railroads is by comparison entirely insignificant. 
It isa question whether the responsibility of companies 
for injuries to their employés should not be extended, 
so as to make preventable accidents to employés more 
costly to them. Accidents to passengers are so ex- 
tremely costly that every influence presses upon the 
railroad authorities to make them do everything possi- 
ble to avoid them. And in these matters ‘* pressure 
means something. Almost the only persons who feel 
the responsibility of providing against accidents as a 
personal duty binding on their consciences and 
prompted by their humanity are the operating officers, 
who come in contact with the public and the «m- 
ployés. Directors and employés are too far from the 


facts to feel it much in that way; and the 
stockholders generally feel nothing except what 
causes them profit or loss. The cry which 


the directors hear on all sides and which is echoed 
down tothe operating officers is for larger receipts 
and smaller expenses. Expenditures which do not 
make direct returns are frowned upon. Every gain, 
however made, is welcomed; and$that by humane and 
conscientious stockholders, because it is the results 
only which they see, and not the steps by which the 
results are attained. But Revere coliisions and Ashta- 
bula accidents, costing half a million or so, teach the 
most careless of stockholders that it is economy to pro- 
vide against accidents to passengers. If the much 
more numerous accidents to employés could be made 
equally costly to the companies, there is good reason 
to believe that much more pains would be taken 
to do what the companies can do _ to 
prevent them. There are grave difficulties 
in the way; and doubtless in a very large proportion 
of cases the only just verdict in cases of injuries to 
employés is that they suffered by their own fault, and 
it is in every way desirable that they should have no 
remedy in such cases. The matter of contributory neg- 
ligence is more difficult to deal with; the new law in 
Great Britain has very greatly limited the application 
of the doctrine there, and in this has followed a 
course which had already become law, by statute or 











judicial interpretations of the common law, in most 
of this country. There is, perhaps, no legislation 
needed, but we are strongly inclined to believe that if 
accidents to employés were made more costly to the 
railroad companies, in a few years they would be much 
less numerous, More attention would be paid to de- 
vices that serve but little for the protection of pas- 
sengers but chiefly for that of train-men; and also 
greater care would be taken in the selection of those 
employés whose action may result in injury to thier fel- 
lows, and all steps of this kind would have the sup- 
port and encouragement of all those who are inter- 
ested in the financial success of the railroads, down 
to the stockholder, who feels no responsibility what- 
ever for the working of the road. 


Erie Earnings and Expenses. 


The earnings and expenses of ‘the New York, Lake Erie & 
Western Railroad were reported this week for the month of 
July last, showing an increase of $206,104, or 13 per cent., 
in gross earnings; of $100,014, or 10 per cent., in expenses, 
and of $106,090, or 1884 per cent., in net earnings—aston- 
ishingly favorable results, considering the circumstances, 
and doubtless due, first to general activity in local traffic, 
and very largely to the very heavy coal traffic, for which 
remunerative rates were obtained. July was the first entire 
month of the low east-bound freight rates. About two-thirds 
of the month the low west-bound through passenger rates 
obtained; but only during a few days were low rates made 
on through west-bound freight, and then irregularly, the 
open reduction not having been made until Aug. 6. The 
very low east-bound rates on through passengers were not 
made until this month. July thus was more favorable, so 
far as through rates are concerned, than August, and August 
more favorable than September. The through passenger 
traffic (aside from immigrants) on the Erie, however, has 
never yielded a large proportion of its earnings. 

The grow and net earnings and working expenses of this 
road in July for ~— Ean years have been : 





1879. 1880. 1881. 
Gross earnings....$1, i af 60 $1, 273.5 533 $1,580,975 $1,787,080 
Expenses.......... 30.9822 957,683 1,014,658 1,114,673 
Net earnings.. $326,709 $315,850 $566,317 $672.407 


Thus the gross earnings this year were 40 per cent. greater 
than in 1879 and 54 per cent. greater than in 1878; and the 
net earnings last July were 113 per cent. greater than in 
1879 and 106 per cent. greater than in 1878. Low rates 
destroyed the value of the through east-bound freight traffic 
in 1878 and 1879, as well as this year; but the circumstances 
were all favorable last year, and to make any gain over that 
shows decided progress, 

For the ten months of the fiscal year ending with July the 
gross earnings of this company show an increase over last 
year of $1,908,693, or 12!5 per cent.; the working expenses 
an increase of $1,350,249, or 14 per cent, and the net earn- 
ings an increase of $558,444, or 9.9 per cent. This gain of 
10 per cent. over so favorable a year as the last would cer- 
tainly be very satisfactory to the stockholders had it not 
been for the much greater gains from 1879 to 1880, which 
led not a few unreasoning persons to suppose that something 
like that rate of increase would be kept up for two or three 
years longer, which would have been next to an impossi- 
bility. The gross and net earnings and working expenses for 
the ten months ending with July in four successive years 
have been: 

1877-78. 








1878-79. 1879-80, _ 1880-81. 

Gross earn. ...$12 860,778 $12,989,203 $15,209,817 $17,208,511 

Expenses. .... 8,902,162 — 9.385.218 ~— 9.657.940 —111008.190 
Net earn.... $3,958,616 $3,613,985 $5,641,877 $6,200,321 


Again we should go back of last year to see the whole 
extent of the progress that has been made by the reorgan- 
ized company aud the improved road and improved and 
enlarged equipment. While the gain in gross earnings 
over last year has been 12! per cent., it has been 32 per 
cent. over 1879 and 33! per cent over 1878; and the gain 
in net earnings, which is 10 per cent. over last year, is 
714¢ per cent. over 1879 and 56!¢ per cent. over 1878. If 
the gain of $558,000 over last year appears moderate, that 
of $2,586,000 over the previous year is truly enormous. 

There remain but two months of the fiscal year to be re- 
ported, and of these only a single week remains. Of the 
traffic of these months it may safely be said that it 
was enormous, though interrupted for a time on 
this road by a_ switchmen’s strike. The through 
traffic, both freight and passenger, was, however, taken at 
such low rates there can have been no profit in it; while last 
year it was all profitable, though less in amount. Nothing 
bunt extraordinarily favorable local traffic can have made the 
net earnings of these two months as large as those of last 
year, when, by the way, thoy were extraordinarily large, 
amounting to more than $1,400,000, against an average for 
the previous ten months of $564,000 per month. The gross 
earnings, however, are likely to be nearer $21,000,000 than 
$20,000,000 this year, and if through rates had been main- 
tained the increase in net earnings would doubtless have ex- 
ceeded all reasonable expectations. As it is the increase in 
the latter is very nearly equal to 7 per cent. on the com- 
pany’s preferred stock. 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on uew railroads as follows : 

Toledo, Delphos & Burlington.—A branch is compieted 
from Dayton, O., to the Soldiers’ Home, 2 miles. Gauge, 
8 ft. 


Chicago, Milwaukee d St. Paul.—On the Council Bluffs 
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Extension track has been laid from Marion, Ia., westward 
20 miles; from Dillon, Ia., west 10 miles, and east 10 miles, 
and from Perry, Ia., east 10 miles. The Monroe Branch is 
extended from Gratiot, Wis., to Shullsburg, 12 miles. 

Sioux City & Pacific.—The track of the Nebraska Divi- 
sion is extended westward to Atkinson, Neb., 8 miles. 

Galveston, Hurrisburg & San Antonio.—Extended from 
Leon, Tex., westward to Dhanis, 50 miles. 

Peoria & Farmington.—The first track is laid from Peoria 
Ill., westward 15 miles. 

Indiana, Illinois & Iowa.—The track is extended west- 
ward to Kankakee, Ill., 9 miles. 

New York & New England.—Extended from Brewsters, 
N. Y., north and west to Hopewell Junction, 23 miles; also 
~— Wicopee, N. Y., to the Hudson River, 1 mile. 

Vi age ‘n North Carolina.—Extended from French Broad 
Pir ncg N. C., northwest to the mouth of Ivy, 5 miles. 

Sasien, Soaesie Tunnel & Western.—Extended from 
Mechanicsville, N. Y., westward 5 miles. 

Northern Pavific.—Extended from Glendive, Mon., west 
to O’Fallon River, 30 miles. The Casselton Branch, is ex- 
tended from Blanchard, Dak., north to Maysville, 12 miles. 

Texas & Puacific.—Extended westward to a point thirty 
miles beyond the Pecos River, an extension of 17 miles. 

This is a total of 239 miles of new railroad, making 4,474 
miles this year, against 3,539 miles reported at the corres- 
ponding time in 1880, 2,064 milesin 1879, 1,245 miles in 
1878, 1,335 miles in 1877, 1,599 miles in 1876, 761 miles in 
1875, 1,082 miles in 1874, 2,691 miles in 1873 and 4,765 
miles in 1872. This year would probably have exceeded 
already the great mileage of 1872 had not the severe winter 
and late spring prevented railroad work from making any 
progress during 1 nearly four months of the year. 





CuicaGo Rat SHIPMENTS Eastwarp for the week ending 
Sept. 17 are reported by the Board of Trade to have been 
56,094 tons, against 55,276 tons the week before, when the 
actual shipments were 64,765 tons. Of the shipments last 
week, 7,185 tons were flour, 38,247 grain, and 10,665 tons 
were provisions. The Chicago & Grand Trunk took 6.5 
per cent. of the total, the Michigan Central 24.8, the Lake 
Shore 34.5, the Fort Wayne 13.9, the Panhandle 10.2, and 
the Baltimore & Ohio 10.1 per cent. The Lake Shore is 
1114 per cent. above its pool percentage, and the Fort 
Wayne 9.1 below ; but it will not do to trust these incom- 
plete reports for the percentages. Thus, the Board of Trade 
report of percentages for the week ending Sept. 8 compares 
as follows with the complete report: 


C. & Mich. Lake Ft. Pan- 

G.T. Cen. Shore. Wayne. handle. B. & O. 
Board of Trade.. 9.8 24.9 28.9 16.4 12.3 y 
DS ERE 7.4 26.5 29.2 19.5 9.2 8.2 


The average weekly shipments from the opening of navi- 
gation to the breaking out of the railroad war, and the 
actual weekly shipments since, and in the corresponding 
periods of last year have been, in tons : 


1881. 1880. | ae 1880. 

Av. to June 18...41,529 36,854 | Week to Aug. 6...54,690 42,789 
Week to * 25...81,660 55,394 13.. ‘56, 29L 38,646 
* July 2...67,953 46,995 * *  20...58,226 36,241 

2 ~ 9. 56.167 34,223 = ae 63, 831 40,861 

“ 16...62,638 34,589 | “ Sept. 3...63, hos 39.051 

“4 93°"154,911 33,373 | « — *  -10...64.765 31,260 

“ ° « §0°2'59'370 34'371| 1717165,500* 33°84 

*Estimated. 


The total shipments for the 13 weeks since June 17 have 
been 808,446 tons this year, against 501,637 last, and the 
increase is 306,809 tons, or 61 per cent. With the lower 
rates this year, this increase of 61 per. cent. in traffic has 
probably yielded about 25 per cent. less gross earnings, 
The average weekly shipments this year have been 
62,188 tons, and for the last four weeks this aver- 
age has been exceeded, and, indeed, the shipments 
in these weeks have been larger than in any others save only 
the first two after the reduction to the 15 cent basis. This, 
however, is the season for large shipments, and often an ad- 
vance in rates is warranted by the growth of traffic at this 
time. There has never been any time before after the open- 
ing of navigation when Chicago rail shipments have been so 
large, except in May and June of 1879, when 
rates were rather lower than they have been 
this season; but they have been about as large in 
afew winter months. The average daily shipments sinte 
June 18 this year have been 10,365 tons; in January of this 
year they were 10,149 tons; in April (when, though naviga- 
tion was not open, there was some cutting of rates), they 
were 10,593. Last year, when rates were well maintained 
the year round, the shipments were heavier in March than 
they have ever been before or since, averagiug 11,814 tons per 
day, but in no other month were they so much as 10,000, and 
only in one other were they 9,000, namely, December, when 
the daily average was 9,066 tons. The shipments of the 
past three months are thus extraordinarily large for any 
time of year. The only period of equal length during which 
shipments have been as heavy before is the four months 
from March to June, inclusive, in 1879, during two of which 
navigation was closed and during all of which rates were 
very low. Low ‘‘ war” rates were never before continuéd 
so Jate in the season, so far as we know, except in 1876, when 
nearly all the traffic was contracted in the spring at 20 cents 
per 100 lbs. for months ora year ahead. The 20-cent rate 
then was probably as unfavorable to the companies as a 15- 
cent rate now. 











THE CENTRAL PaciFIC RAILROAD REPORT shows an 
increase ot about 6 per cent. in passenger traffic and 25% 
per cent. in freight traffic in 1880 over 1879, the increase in 
through passenger, being small, but that in through freight 
large (27 per cent.), while the in¢rease in local freight traffic, 
inspite of the extension of the leased Southern Pacific 





‘ across Arizona and New Mexico, was more modér- 





ate. The addition to train onli just about kept 
pace with the increase in traffic—that is, there 
was little change in the average train loads, which were 84 
passengers and 1061; tons of freight. The average passen- 
ger train load is extraordinarily large. The earnings from 
this traffic increased 19.6 per cent., and the expenses 18 per 
cent., leaving an increase of $1,517,144, or 21.8 per cent., 

in net earnings, the increase in mileage having been 
10144 per cent. The enormous wheat crop of Cali- 
fornia in 1880, most of which has to be carried 
to San Francisco by this road, seems not to have 
profited it much directly. 1t is true it carried 1114 per cent. 

more grain than in 1879, but it received only 3%4 per cent. 

more money forthe work. In the last half of 1880 it car- 

ried no less than 11,350,000 bushels of grain, all of which 

came probably from about 600 miles of its road. ts 
earnings from grain were a trifle more than $1,000,000, 

receiving on the average but 7 cents a_ bushel 

for carrying it. The surplus after paying interest, 

rentals, sinking funds, etc., was about $4,550,000, 

equivalent to about 73g per cent. on the stock out- 
standing at the end of the year. The dividends 
paid were two of 3 per cent., the last of which was paid on 

the $5,000,000 of stock issued during the year. These left 
a surplus of about $1,140,000, The leased Southern Pacific 

was not completed so as to be used as a through route in 
1880. It is questionable how far its completion will affect its 

earnings. While it gets some through traffic now it no 
longer commands the whole traffic in the supplies to the Ar- 

izona mines, which now can obtain shipments from the East 

as well as the Pacific. 





THE PASSENGER 3ER WAR continues with very little change. 
Thursday of last week rates to and from Baltimore and 
Philadelphia were made the same as to and from New York, 
for the purpose, apparently, of satisfying the merchants of 
those cities, who complained that the lower fares to New 
York were attracting people there to buy goods who other- 
wise would buy in Philadelphia or Baltimore. It is doubtful 
whether the fares had much effect on merchants’ purchases and 
the§wholesale trade; but they doubtless have a good deal on 
the retailtrade. The people who come to New York and Bos} 
ton on $5 tickets are likely to make purchases of dress goods 
and the like at those cities which otherwise they would have 
bought in Detroit, Chicago, Milwaukee, St. Paul, or some 
other Western city near them, and in this way the passen- 
ger war is a bad thing for the Western merchants, 

Another development has been the selling of tickets from 
Toledo to New York fer 34. Hitherto the places east of 
Chicago have not been given the benefit of the Chicago rate 
if it could be prevented, and by the rebate ticket system it 
could be prevented generally, The general extension of the 





low rates will have a _ tendency to bring’ the 
war to a close. But each contestant endeavors 
tomake the rates very low  on_ that traffic 


which its opponent has a great deal of, while itself has but 


, | little; hy retaliations, in time nearly the whole traffic may 


be spoiled. There is a great deal of traveling; trains are 
enormous and frequently require two engines; there are 
hardly cars enough, and as for sleeping cars, the demand 
cannot possibly be supplied, and as for these full rates are 
had, their proprietors are extremely well satisfied with the 
situation. 





IMMIGRATION continues heavy, but the gain over last year 
has not been very large recently. For the fiscal year end- 
ing with June, 1881, the total was 660,000, against 457,000 
the previous year ; in the two months since June it has been 
113,351 this year, against 100,359 last. Immigration is 
heaviest in spring, and is very light in winter, and is com- 
paratively light in midsummer. Asthe demand for labor 
especially for common labor, in this country is now very 
great, it is probable that the immigration is now at its 
maximum—that is, the inducements to immigrants are, and 
for some time have been, at their strongest. The ability of 
the European to pay his passage plays a large part in this 
matter, and our prosperity helps this only by enabling 
recent immigrants here to pay the cost for relatives left be- 
hind, which ae 4 do ina pion A great number of cases. 








NEW PUBLICATIONS. 


Graphical Determination of of Forces in Engineering 
Structures. By James B. Chalmers, C. E. London : Mac- 
millan & Co., 1881. 8vo. pp. 405. 


We learn from the preface of this work, that in England 
‘the necessity of a scientific training of any kind for an 
engineer has only partially been recognized,” and that there 
is a large class of men who are given to ‘committing blun- 
ders by rule of thumb, affecting to despise science, talking 
vaguely of their experience and of the practical, wher2by 
public structures suffer in strength, elegance and economy 
from vicious design.” The author trusts that his presenta- 
tion of the graphical method will in som: degree tend to 
remedy this state of things. It is to ba feared, however, that 
his book will prove unreadable to all except good mathema- 
ticians, and thosa already well acquainted with the subject. 
The method of treatment is essentially that of Culmann 
and the author seems to be entirely ignorant of what has 
been done during the last ten yearsin England and the United 
States to simplify, improve and extend that method, and 
adapt it to the needs of students and engineers. For 


instance, his discussion of roof trusses contains no allusion 
whatever to the strains caused by snow and wind, and his 
discussion of bridge trusses gives but the most imperfect 
idea of the method of finding strains in counter-ties and 
counterbraces. Although 50 pages are devoted to continu- 
ous girders, the very important case of a revolving draw- 
bridge is not investigated at all. There are no numerical ex- 
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amples illustrating the determination of strains, but the 
treatment throughout is essentially theoretical, and not at 
all adapted to the wants or habitsof thought of constructing 
engineers. The author, with the best intentions for benefit- 
ing the class of men who, through lack of theory, build ill- 
designed structures, has, with his labored German style of 
writing, his abstruse projective geometry, and his omission 
to apply his theory to practice, produced a book that few of 
them will ever be likely to read. 

John Wiley & Sons have just published a work on the 
** Calculus of Variations,” a subject of great interest to 
mathematicians. The author is Mr. L. B. Carll, who was 
born blind. It is an octavo volume of 584 pages, the price of 
which will be $4 until October, and afterwards $5. 


The Presideat’s Train. 

The train which carried the remains of President (sarfield 
from Elberon to Washington was furnished by the Pennsyl- 
vania Railroad Company and was drawn by the same en- 
gine, No. .658, which drew the still living President to El- 
beron but a short time since. There were four cars, a bag- 
gage car, the car specially prepared for the President’s 
remains, which was a combination coach with all seats and 
partitions removed and suitably draped in mourning, a pas- 
senger coach and President Roberts’ car, No. 120, which 
was occupied by the late President’sfamily. Thesame engine 
took the train through to Washington, the route being by 
Sea Girt, Freehold, Monmouth Junction and Philadelphia: 
The train left Elberon at 9:55 a. m., Sept. 21, and the tele- 
graphic record of its progress is as follows: 

The train passed Ocean Grove, N. J., at 10:1l4a.m. The 
railroad for half a mile on both sides was lined with people. 
On the platform of the depot were from four tbousand to 
five thousand ladies and gentlemen. As the train passed, 
the men stood with uncovered heads, absolutely silent. The 
bells tolled. The train passed Sea Girt, N. J., at 10:23 a. m., 
Manasquan at 10:25 and Monmouth Junction at 11:26, 
Here it stopped for three minutes. ‘There were 300 students 
from Princ_ton at the Princeton Junction ard the track was 
strewn for a hundred yards with beautiful flowers. The 
train left Princeton at 11:34. 
11:49. An immense crowd of people had assembled. The 
men took off their hats and the women bowed their heads as 
the train went by. Many persons were affected totears. At 
12:05 the train reached Bristol and stopped for water until 
12:08. It passed North Pennsylvania Junction at 12:33, 
Mantur at 12:40 and West Philadelphia at 12:44, From 
Elberon to West Philadelphia is 94 miles. The train carry- 
ing the President from Washington to Elberon ran this dis- 
tauce m two hours and 17 minutes; the return journey 
occupied two hours and 44 minutes. As the train passed 
West a a large crowd filled Market street along 
the top of the Gray’s Ferry Tunnel, watching for its passage. 
The best of order was kept and expressioos of sympathy 
and sorrow were heard on all sides. The train 
passed Chester at 1:08. At  Lamokin the train 
stopped for water and coal, leaving there at 1:18 and 
Linwood at 1:23. At Wilmington, Del., 10,000 people had 
gathered and the bells were tolled. The train arrived at 
Bay View at 3:15 p. m., stopped to change crews and left at 
3:19. About 100 people were present. The train passed 
Baltimore, where there was an enormous gathering, at 3:28 
p.m. The people uncovered as the train passed, preserving 
the most respectful silence. Only three or four persons on 
the train were visible, the curtains of the cars being closed. 
Washington was reached at 4:41 p. m., having made the run 
in six hours and 46 minutes. 


General Qailroas Mews. 





MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

Indianapolis, Decatur & Springfield, special meeting, in 
Indianapolis, Ind., Nov. 17, to vote on a plan for the read- 
justment of the bonded debt. 

Chicago & Eastern Iilinois, annual meeting, at the office 
in Chicago, Oct. 4. Transfer books close Sept. 23. 

Chesapeake, Ohio & Southwestern, special meeting, in 
Paducah, Ky., Oct. 18, to vote on the proposed purchase of 
the Paducah & Elizabethtown road. 

Cleveland, Columtus, Cincinnati & Indianapolis and the 
Cincinnati, Hamilton & Dayton, meeting to organize the 
consolidated Ohio Railway Compuny, in Cleveland, O., Oct. 
2. Transfer books of beth companies will be permanently 
closed Oct. 5, and transfer books of the consolidated company 
will open Oct. 24, 


Railroad Conventions. 
The Order of Railway Conductors will hold its fourteenth 


annual convention in Buffalo, N. Y., Oct. 4 

The Railroad Commissioners’ Convention has been called 
to hold the fourth annual meeting in Atlanta, Ga., Oct. 11 
ont General Time Convention will meet in New York, 

ct. 13. 

The Southern Railway Time Convention will meet in New 
York, Oct. 14. 


Dividends. 
Dividends have been declared as follows: 
Boston & Albany, 2 per cent., quarterly, payable Sept. 30, 
Denver & Rio Grande, 114 per cent., quarterly, payable 
Oct. 11. ‘Transfer books close Sept. 24. 
Nashville, Chattanooga & St. Louis, 3 per cent., payable 
Oct. 1. This is the first dividend this year. 


Foreclosure Sales. 

The property of the Hanover Junction & Susquehanna 
Company was sold under foreclosure at Lancaster, Pa., Sept. 
15,and bought for $20,000 by a committee of bondholders, 
The property consists of a partly graded road-bed from 
Landisville, Pa., to Hanover, 34 miles. No track was ever 
laid on the road. 

The Adirondack road and a large quantity of wild lands 
belonging to the company were offered for sale in Saratoga, 
N. Y., Sept. 15, under adecree of foreclosure. After read- 
ing a description of the company’s land, railroad and fran- 
chise, the Referee was served with a Supreme Court order, 
issued by Judge Bockes, directing him, after receiving one 
bid, to adjourn the sale until Toursday, Sept. 29, at the 
same place and hour. William W. Durant bid $100,000, 
when the sale was postponed to the date above named. 


Master Car-Painters’ Association. 
The twelfth annual convention of this Association began 


at the Metropolitan Hotel, New York, Sept. 21, at 3 p. m. 
President Rokertson occupied the chair and 35 members 


Trenton was reached at | V 


were present. The first session was devoted chiefly to routine 
work. The convention was to continue in on for two 
days more. 


Traveling Auditors’ Association. 

The second annual convention of this Association was 
held at the Southern Hotel in St. Louis, Sept. 14, with a 
good attendance. 5 

The meeting was devoted to the usual routine business, 
discussion of matters relating to the duties of the officers 
forming the Association and exchange of experiences. 

After electing officers, the Association adjourned to meet 
in Louisville, Ky., on the first Wednesday in September of 
next year. 


International Road-Masters’ Association. 

The annual convention of this Association was to have 
been held in Cincinnati, Sept. 14. No quorum was present 
at the time for opening the meeting and hothing was done. 
On the following day those present met and resolved, in 
view of the small attendance, to adjourn to meet in Cleve- 
— O.,in November. The date will be announced here- 
after. 

The present is a very busy season for road-masters, and it 
is believed that many who wished to attend the convention 
were unable to leave their work. 


Order of Railway Conductors. 

Tbe fourteenth annual convention of this Association will 
be held ia New Erie Hall, Buffalo, N. Y., commencing Oct. 
4. The convention will continue in session fcr the rest of 
the week. 

After the conclusion of the business meetings, on Monday, 
Oct. 10, the members of the Association will have a grand 
excursion to Bradford, Pa., when they will witness the tor- 
pedoing of an oil well. On Oct. 11 they will go to Elmira 
over the New York, Lake Erie & Western; thence to Wat- 
kins Glen over the Northern Central, back to Elmira and to 
Binghamton over the first named road, then over the Dela- 
ware & Hudson Canal Co.’s road to Albany, continuing on 
the same roadto Saratoga Springs, Piattsburg and Kouse’s 
Point, taking the Rome, Watertown & Ogdensburg Railroad 
to Watertown and Oswego, and Suspension Bridge, and then 
by the Erie to Buffalo. 


Brotherhood of Locomotive Firemen. 


The opening of the annual meeting of the Grand Lodge in 
Boston, Sept. 12, was noted last week. 

Oa the second day the Secretary and Treasurer, Mr. E. 
7. Debs, of Terre Haute, Ind., presenud his an- 
nual report, from which the following abtract is made: 
Receipts—From death claims $11,813.75 ; annual dues, 
$3.216.25: monthly magazine, $4,149.15; charter fees, 
#665; printing and supplies, $585.20; miscellaneous re- 
ceipts, $817.50; total receipts, $21,346.45. Expenses—Death 
claims, $12,171; salaries, $3.056 ; magazine expenses, 
$3,118.15; miscellaneous, $1,831.31; total expenses, $20,- 
176.46; balance on hand, $1,170.39. New lodges added dur- 
ing the year, 24; total number of lodges, 96; total member- 
ship, 3,700. 

The business meetings, which were private, continued 
through the week. Some important amendments to the con- 
stitution of the Brotherhood were discussed and several 
adopted. Vrovision was also made for a more permanent 
organization of the insurance department of the Brotherhood. 


Western Railway Weighing Association. 


The Executive Committee of this Association has ad- 
dress a circilar letter to the roads east of Chicago and St. 
Louis and west of Buffalo, Pittsburgh and Wheeling. After 
referring to the benetits secured by the Association, the cir- 
cular says: 

‘The method of doing this is simple and the cost of the 
service issmall. Sixteen railroads are now comprised in 
the Western Railway Weighing Association. Several have 
joined during tbe past few months. The men directed by 
the Association last year weighed over 400,000 loaded 
cars, and this was done at an expense to the roads at a 
trifle over 2 cents per car. Indeed, it is esti- 
mated that, under the system here inaugurated, the car-lot 
freight of any road cin be weighed, reports of the same be 
sent to a central office, and comparison of billed weights 
with actual weights be made, and such supervision be exer- 
cised as will insure the faithful performance of the work at 
an actual outlay of 214 cents per car. 

“No more important reform bas been accomplished in the 
conduct of the freight traffic of the West than that which 
has been worked out by the Weighing Association. It could 
not have been achieved in any other way. Certain roads 
undertook to weigh for themselves, and professed to be 
doing it, but the result was general and flagrant under- 
billing. You have made similar efforts, and have experi- 
enced like failure. Success can be secured only in the man- 
ner suggested in the accompanying resolution. 

‘‘With that view you are earnestly invited to meet for the 
avowed object of forming an organization which shall insure 
the weighing and waybilling of all car-lot freight at actual 
weight. Similar invitation is addressed to each road oper- 
ating between Buffalo, Pittsburgh and Wheeling in the East. 
and Chicago and Ss. Louis in the West. Will you agree to 
meet for the purpose above indicated? If so, kindly name 
the date and place you prefer. We suggest Wednesday, the 
27th inst., at Cleveland. Please address Mr. Stanford. who, 
if a sufficient number of favorable replies are received, will 
call the proposed meeting.” 





ELECTIONS AND APPOINTMENTS. 


Brotherhood of Locomotive Firemen.—At the annual con- 
vention in Boston last week, the following officers were 
chosen: Grand Master, Frank W. Arnold, Columbus, O.; 
Vice-Grand Master, Wm. E. Burns, Chicago; Grand Secre- 
tary and Treusurer, E. V. Debs, Terre Haute, Ind ; Grand 
Organizer and Instructor, E. V. Stevens, Terre Haute, Ind.; 
Grand Trustees, Wm. Maroney, Chicago; Wm. F. Hynes, 
Denver, Col.; Daniel Ross, Stratford, Ont. Mr. E. V. 
Debs was appointed Editor of the Locomotive Firemen’s 
Mugazine, with J. H. Brewer and Wm. F. Hynes as as- 
sociates. The Grand Executive Committee is compos2d as 
follows: J. A. Leach (Chairman), Atchison, Kan.; J. H. 
Walsh (Secretary), Chicago; J. H. Brewer, LaFayette, Ind. ; 
Edward Upton, Moutreal; E. A. Mace, Philadelphia. 


Chicago & Alton.—Mr. H. H. Courtright has been ap- 
pointed General Freight Agent, in place of James Smith, re- 
signed. Mr. Courtright was formerly General Freight 
Agent of the St. Louis, Kansas City & Northern; subse- 
quently General Freight Agent of the Hannibal & St. Joseph 
and fora time also General Superintendent of the same 
road. In 1878 he left that road and afterwards became 
General Agent of the Southwestern Railway Association. 
A few months ago he was appointed General Agent of the 
Chicago & Alton at St. Louis. 





Chicago, Ft. Scott &@ Oklahoma.—The officers of this com- 
pany are: President, B. J. Waters; directors, J. B. Bayless, 
A. A. Harris, W. C. Hickman, D. E. Prichard, T. F, Robley. | 
Otfice at Ft. Scott, Kansas, 





Chicago, Keokuk & Kansas City.—The directors of this 
new company are: J. Marvin Davis, Charles C. P. Holden, 
Wright Holden, W. G. Press, Joseph S. Reynolds, Wm. N. 
Reynolds, Richard Riley, all of Chicago. 


Chicago, St. Paul, Minneapolis & Omaha.—Mr. T. W. 
—" late General Agent, is appointed General Passenger 
gent. 


Cincinnati & Cairv.—The directors of this new company 
are: Enoch Lockhart, Frank Clarkson, J. C. Albert, James 
J. Brown, C. Barfield, W. H. Irwin, R. N. Barbour, W. H. 
Slaughter, G. W. Gault. 


Concord and the Boston d& Lowell.—Mr. Henry C. Sher- 
burne, President of the Concord Company, is Manager of 
these two roads, under the recent agreement by which they 
now work jointly. Mr.C. E. A. Bartlett, Treasurer and 
ee ot the Boston & Lowell, is Cashier of the joint 
roads. 


Detroit, Mackinack d& Marquette.—An official circular 
announces the following appointments, two of which we 
have already noted: Thomas McKeown, General Superiu 
tendent and Chief Engineer: Fiank Milligan, General 
Freight and Passenger Agent; E. W. Allen, Auditor and 
Receiving Cashier. Offices at Marquette, Michigan. 


Flint & Pere Marquette.—General Passenger Agent J. P. 
Nourse having resigned, the business of the Passenger De 
partment will, for the present, be conducted by D. Edwards, 
Assistant General Manager, to whom all communications 
soould be addressed. 


Ft. Scott, Topeka & Lincoln.—The officers are as follows : 
President, J. P. Robbins ; Secretary, E. F. Ware. Office at 
Ft. Scott, Kansas. 


Kentucky Central.—Mr. J. H. Setchel is appointed Master 
Mechanic and Assistant Superintendent. He will bave en- 
tire charge of the shops, mecbinery and rolling stock, and 
act as assistant to the Superintendent in all matters pertain- 
 * to transportation. Appointment to take effect Sept. 19. 

r. Setchel has been for 15 years Master Mechanic of the 
Little Miami road, and is Secretary of the Master Mechanics’ 
Association. 


Lake Shore & Michigan Southern.—Mr. W. H. Courtney 
is appointed Road-Master of the Buffalo and Erie divisions, 
including the line from Buffalo to Cleveland. 

Mr. T. J. McCartiny is appointed Northwestern Passenger 
Agent, with office in St. Paul. 


Lexington, Lake & Guif.—At a meeting held in Ft. Scott, 
Kan., Sept. 16, the following directors were chosen: J. B. 
Bayless, A. A. Harris, W. C. Hickman, D. E. Prichard, T. 
F. Robley, B. J. Waters. The board elected B. J. Waters 
President. 


Louisville, New Albany & St. Louis.—Mr. J. Martin has 
been appointed Superiutendent, in place of H. L. Shepherd, 
resigned, 


Marietta & Cincinnati.—Counsel for the Baltimore & Ohio 
Yompany and the Bondholders’ Committee have agreed to 
recommend to the Court the appointment of James H. Stew- 
art, now Superintendent of the road, and Samuel Wood- 
ward, General Superintendent of the Cincinnati Southern, as 
joint receivers in place of John King, Jr. The Court will 
probably accept the recommendation. 


Master Car-Painters’ Association.—At the annual con- 
vention in New York, Sept. 21, the old otiicers were re- 
elected, as follows: President, D. D. Robertson, Michigan 
Central; Vice-President, J. H. Will, New York Central & 
Hudson River; Secretary and Treasurer, R. McKeon, New 
York, Pennsylvania & Ohio. 


Milwaukee, Lake Shore d& Western.—Mr A, D. Allibone is 
appointed Cashier and Paymaster, with oflice in Milwaukee, 
Wis., in place of Allen Cox, resigned. 


Missouri Pacific.—The following circular from Vice- 
President R.S Hayes has been issued: 

“Mr. R_ B. Lyle is appointed Purchasing Agent of the 
Texas & Pacific Railway, St. Louis, lron Mountain & South- 
ern Railway, and the Incernational & Great Nerthern Rail- 
road, in addition to bis present duties in that dep: rtment of 
the Missouri Pacific and Missouri, Kansas & Texas rail- 
ways. 

‘** He will be addressed at St. Louis as Purchasing Agent 
Missouri Pacific Railway and leased lines. 

“The purchasing and supply departments of the above 
railways will report te Mr. Lyle as he may direct. All re- 
—— for purchases must be approved by the Geners] 

anager of the division in which they originate, who will 
also approve the vouchers of purchases made upon such re- 
guisitions. All contracts made bv the Purchasiug Agent 
are subject to the approval of the Vice-President.” 


Nashville, Chattanooga & St. Louis.—At the annual 
meeting in Nashville, Tenn., Sept. 14, the following directors 
were chosen: James D. Porter, J. W. Thomas, G. M, Fogg, 
T. W. Evans, Thomas O'Conner, A. 8. Colyar, Nashville, 
Tenn.; Thomas Lipscomb, Thomas C. Whiteside, Shelby- 
ville, Tenn.: J. W. Childress, E. L. Jordan, Murfreesboro, 
Tenn.; E. P. Alexander, G. A. Washington. Louisville, Ky.; 
C. C. Baldwin, Hemy Earle, Vernon K. Stevenson, New 
York. Messrs. Colyar, Earle and O'Conner are rew direc- 
tors; they represent the minority stockholders, in accord- 
ance with the agreement lately made. 

The board re-elected James D. Porter President; J. W. 
Thomas. General Superint«ndent: R. C. Bransford, Secre- 
tary and Treasurer; James D. Maney, General Bookkeeper; 
T. C. Morris, Resident Engineer. 


New Yori. New Haven & Hartford.—It is said that Mr. 
William H. Wallace, of New Haven, will be appointed As- 
sistant Superintendent of the New York & New Haven Di- 
vision. He is now Superintendent of the sleeping car line 
between New York and Boston. 


Northern Pacific.—At the annual meeting in New York, 
Sept. 15, the following directors were chosen: Frederick 
Billings, Woodstock, Vt.; Benjamin P. Cheney, Elijah 
Smith, J. L. Stackpole, Boston; Henry E Jobnston, Balti- 
more: Jobn C. Builitt, Philadelphia; Asbbel H. Barney, 
Jobn W. Ellis, Robert Harris, Artemas H. Holmes, Thomas 
F. Oakes, Rosewell G. Rolston, Henry Villard, New York. 
The new directors are Messrs. Johnston, Smith and Stack- 
pole, who succeed Hugh McCulloch, Joseph D. Potts and 
Charles B. Wright. 

The board subsequently elected Henry Villard President; 
Thomas F. Oakes, First Vice-President; Anthony J. Thomas, 
Second Vice-President; Samuel Wilkeson, Secretary ; Robert 
Lenox Belknap, freasurer. 


Painesville & Youngstown.—Tbis company has elected the 
following officers for the ensuing year: President, Christo- 
yher Meyer; Vice President and ‘l'reasurer, Ralph K. Paige; 
Recveter?. A. B. Cornell; General Manager, George M. Pat- 
ten: Superintendent, J. A. Newcomb, Offices in Painesville, 
O., expect that of the Secretary, which 1s at Youngstown, 
O., and that of the President, which is in New York, 


si, Paw & Duluth.—Mr, J, G. Callahan is appointed Pur- 














chasing Agent in addition to his duties in connection with | most indomitable energy, of great will power and of com- 


the Laud Department. 


South Chicago d& Southern.—The directors of this new 
company are: Charles H. Wood, Alexander R. Beck, John 
semana Douglas 8S. Taylor, William Hamlin. Office in 
‘hicago. 


Texas d& Pacific.—Mr. Henry Bearup has been appointed 
Master Mechanic in charge of the shops at Marshall, Tex. 
He has been for 15 years on the Lake Shore & Michigan 
Southern, 


Toronto, Grey & Bruce.—At the annual meeting in To- 
rento, Ont., Sept. 13, the following directors were chosen: 
KR. W. Elnott, W. W. Farley, V. Fuller, Thomas Gibson, 
Wm. Hendrie, Wm. Hope, Nicol Kingsmill, J. J. Middleton, 
E. B. Osler, John Proctor, Wm. Ramsay, Wm. Thomson. 
The board elected Wm. Hendrie President; Wm Ramsay, 
Vice-President. 


Traveling Auditors’ Association.—At the annual conven- 
tion in St. Louis, Sept. 14, the following officers were 
chosen: President, M. 8. Salisbury, Michigan Central: Vice- 
President, J. B. Thomson, Louisville & Nashville; Secretary, 
W. T. Cox, Cincinnati, Indianapolis, St. Louis & Chicago; 
Treasurer, W. M. Adams, Illinois Central. 


Winter’s Gap.—This company has been organized at 
Knoxville, Tenn., with the following officers: W. J. Hornsby, 
President ; George W. Ross, Vice-President and Manager ; 

H. Heald, Secretary and Treasurer. 


PERSONAL. 
— Mr. J. W. Philbrick, for many vears Master Mechanic 
of the Maine Central road, has resigned his position. 


— Mr. F. B. Sheldon, Chief Engineer of the Columbus & 
Toledo road, was married to Miss Harriet E. Thrall, of 
Columbus, O., Sept. 8. 


—Mr. Franklin B, Gowen, Receiver of the Philadelphia & 
Reading Railroad, has returned from England and resumed 
his duties. Mr, Gowen repeats bis announcement that he is 
a candidate for the presidency of the company again, and 
expresses himself confident of his election next January. 


—Mr. J. H. Setchel, for fifteen years Master Mechanic of 
the Little Miami Division of the Pittsburgh, Cincinnati & 
St. Louis road, resigned his position Sept. 19. Mr. Setchel 
has been a very efficient officer, and is widely known and 
esteemed as Secretary of the Master Mechanics’ Association. 
He goes to the Kentucky Central road. 


— Mr, James Smith, General Freight Agent of the Chicago 
& Alton, whose resignation was briefly noted last week, 
retires from business altogether. Mr. Smith had intended 
to resign for some time past, but delayed final action on ac- 
count of his reluctance to close a connection with the road 
of many years’ standing. 





—Mr. William Cross Buchanan, member of the Institute 
of Civil Eagineers, who has recently been appointed Con- 
sulting Engineer of the Mexican Nationa! Construction Coin- 
pany, is eminent in his profession in England, and especially 
known ia connection with the construction of the Mexican 
Railway between Vera Cruz and Mexico, which includes a 
vast amount of difficult engineering work. This line, begun 
in 1857, came under his charge as engineer in 1868, and was 
completed under his direction in 1873. Mr. Buchanan’s 
office is in the city of Mexico. 


—Mr. John W. Brooks, of Boston, died Sept. 16, at Heid- 
elberg, Germany, in the sixty-third year of his age. Mr. 
Brooks came to Boston when 18 years of age, and placed 
himself under the care of the well-known civil engineer, 
Loammi Baldwin. With him he received his education as a 
civil engineer. Subsequently he was connected with James 
Hayward, Engineer of the Boston & Maine Railroad. Be- 
fore that road was completed he became Chief Engineer. 
He was then only about 21 years of age. After the com- 
pletion of that road he went into Maine, where he was en- 
gaged for a short time in the lumbering business. He was 
soon called from that state to the Auburn & Roches- 
ter Railroad in New York, owned by Boston men, 
to be the Superintendent of that road. While there 
his attention was called to the condition of the Mich- 
igan Central Railroad, owned and run by the state of 
Michigan. He went there and investigated its condi- 
tion. It was taen opened for 150 miles from Detroit to 
Kalamazoo. It had a flat bar rail, and was in every respect 
in a very bad condition, with no terminal buildings. Mr. 
Brooks came to Boston and made a report upon the condi- 
tion of the road, and proposed its purchase from the state 
of Michigan, making payment in depreciated securities of 
the state. After conferring with Boston capitalists who 
were interested in the Auburn & Rochester roads, he went 
to New York, and there found large holders of the securi- 
ties of the state of Michigan, who joined with the 
Boston parties in the purchase of the road. He 
then went to Michigan and became the Manager of 
the road, which had to be rebuilt and extended and supplied 
with all needful buildings and appliances. In order to make 
the road a success it became necessary to run steamboat 
communication between Detroit and Buffalo, and Mr. 
Brooks had the ‘* Mayflower” built for the line, which, with 
other steamers, opened a line and secured the success of the 
Michigan Central. Subsequently the parties interested in 
the Michigan Central took up the Chicago & Aurora, the 
Central Military Tract ooh and other short lines, which 
were afterwards combined into the Chicago, Burlington & 
Quincy. In 1857 the chief owners of the Chicago, 
Burlington & Quincy became interested in the Burlington & 
Missouri, leading from Burlington, la., west, and Mr. Brooks 
became its President, and was active in its extension. Sub- 
sequently the same parties obtained a railroad land grant in 
Nebraska, and the Burlington & Missouri River in Nebraska 
was formed by its stockholders to construct it, with Mr. 
Brooks as President. After a residence of about ten years 
in Michigan, Mr. Brooks became President of the Michigan 
Central, removed to Boston, and took up his residence in the 
town of Milton. During the administration of Governor 
Andrew, of Massachusetts, and at his earnest solicitation, 
Mr. Brooks became Chairman of the Commission for the 
building of the Hoosac Tunnel, which office he held for several 
years. At about the time his last report of the Commission was 
made to the Legislature, Mr. Brooks, who had been always, 
as well-known, a person of great physical and mental activ- 
ity, was broken down by an attack of paralysis. Ina few 
months he recovered sufliciently to go abroad, where he re- 
mained about nine months. During this illness he resigned 
the presidency of the Michigan Central and other corpora- 
tions. He was so far restored on his return as to be able to 
resume his interest in railroad operations. In June, 1875, he 
had a second attack of paralysis, since which time he has 
been gradually declining, and bas been unable to take any 
part in the management of the railroads which he had con- 
tributed so much to make successful. In May last Mr. Brooks 
and several members of his family went abroad in 
the hope that a sea voyage might stay the progress 
of his decline. Mr. Brooks was well known asa man of the 
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| manding presence. As an organizer he had hardly his equal. 
| He had the power to grasp the most difficult questions in 
| business enterprises which others were unable to solve. He 
| had great courage and inspired all with whom he was asso- 

ciated. He never faltered in his undertakings and carried 
through enterprises at which most men would have quailed. 
Accustomed, as a civil engineer, to control large companies 
of employés, his word was always law. He expected to be 
obeyed. Nevertheless, he was a kindhearted man, dealt 
justly by all, and was universally respected. 





TRAFFIC AND EARNINGS. 
Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eight months ending Aug. 31: 
8 











81. 1830. Inc. or Dec. P.c. 
Ala. Gt. So ... ..... $470,791 $392,070 I. $78,721 20.1 
Cairo & St. Louis.. 269,199 254,499 I. 14,700 5. 
Cleve.,.Mt. Ver. & 

ae 269,918 281,297 D. 11,379 4.0 
Houston, E. & W. 

, SRE peren 91,461 67,981 I. 27,480 42.9 
Lake Erie & West 904,133 701,135 I. 202.998 28.9 
Men., Pad. & No.. 152,362 129,980 I. 22,382 17.2 
Nash., Chatta & 

MU SEAK seeiwincns 56-0088 1,397,971 1 345,625 L 52,346 3.9 
Net earnings..... 8 eee eT ee pe 
Paducah & E’town. 332,026 248,123 I. 83,903 33.8 

& £., a4. &T. &., 
Main Line........ 952,685 918,426 L 34,259 3.7 
Seven months ending July 31: 

N. Y., Lake Erie & 

Western.........$11,784,473 $10,672,039 I. $1,112,434 10.4 

Net earnings.... 4,071,027 4,018,189 I 52,838 1.3 

Month of July: 

Ind. & =t. L.. ..... OE Cee a re 
N. Y., Lake Erie & 

Western .. ..... 1,787,080 $1,580,975 I. $206,105 13.0 

Net earnings.... 672,407 566.317 I. 106,090 18.7 

Month of August: 

Als. Gt. Bo. ..:..... $68,187 $58,579 I. $9,608 16.3 
Cairo & St. Louis. 34,676 39,643 D. 4,967 12.5 
Central Iowa..... 98,936 80,079 I. 18,857 23.6 
Cleve., Mt. Ver. & 

| Se, eee 36,494 38,358 D. 1,864 4.9 
(OO Sore 332,000 302,389 I, 29,611 9.8 
Gulf, Col. & Santa 

STE re 100,729 36,290 I. 64,439 17.8 
Houston, E. & W. 

_. ate 12,928 10,150 I. 2,778 272 
Ind. & St. L....... po Se eee - , ‘ 
Lake Erie & West. 165,557 127.812 I. 3 29.5 
Mem., Pad. & No.. 18,592 16,941 I. 9.7 





Nash., Chatta. & 
ee 
Net earnings.... 


1,009 


168,317 
66,662 











Paducah & K’town 43,441 9,137 

Phila. & Reading.. 2,000,987 469,174 

So. &., A Oe . 
Main Line ...... 116,732 33,995 22.5 

Tol., Del. & Bur... 65,247 39,087 150.0 
First week in September : 

Chi. & East. Ill.... $40,857 I $4,972 13.8 

Chi. & Alton ....... 183,568 I 1,491 0.8 

Flint & Pere Marq. 34,954 I 3,069 9.6 

Texas & Pacific... 71,624 I 10,371 17.0 
Second Week in September: 

Chi.. Mil. & St. P.. $776,009 $568,115 [T. $207,885 36.6 

Denver & R. G..... 140,172 86,747 I. 53,425 61.4 

St. L., I. M. & So.. 181,600 178,830 I 2,770 1.6 

St. L. & San Fran. 65,800 65,791 I nana 
Week ending Sept.3: 

Grand Trunk...... £41,627 £43,704 D. £2,077 4.5 
Week ending Sept. 9: 

Great Western.... $100,480 $105,452 D. 4,972 4.7 
Week ending Sept. 10: 

Chi. & Grand Trk. $31,358 $25,018 I. 6,340 21.4 


Grain Movement, 

For the week ending Sept. 10 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 

Northwestern -——Northwestern ee Atlantic 








Vear. receipts. Total. By ri P. c. by rail. receipts. 
i) ee 3,800,277 3,075,032 257,55 €.5 2,776,801 
1875... .3,878,940 8,853,150 1,564,658 40.6 3,442,577 
1876.....3,512,610 4,657,952 1,668,218 36.3 3,607,278 
1877.....5,751,856 4,893,113 1,024.3 20.9 4,927,777. 

on Ae 6,397,260 5,813,414 1,022.58L 17.6 8,249,026 
ae 6,857,719 5,592,939 1,358,965 = 24.3 7,305,083 
1880.....5,531,985 5,155,991 1,504, 145 29.2 7,401,178 
1881.....7,126,934 5,974,490 2,436,514 49.8 5,455,927 


The receipts of the Northwestern markets and also their 
shipments are thus larger than in the corresponding week of 
any previous year, and especially the rail shipments. Only 
17,911 bushels, or 0.8 per cent. of the whole, went down the 
Mississippi, but the receipts of the Atlantic ports are much 
the smallest for four years. Comparing with previous weeks 
of this year the Northwestern receipts are a sixth less than 
the week before and the smallest for four weeks. Tre North- 
western shipments are 870,000 bushels more than the week 
before and have heen exceeded one week since the middle of 
July and but six weeks this year. The Atlantic receipts are 
nearly the same as the week before and just about the aver- 
age since July. The peculiar feature ot Atlantic receipts— 
rouch smaller than Northwestern receipts—continues. 

Of the Northwestern receipts for the week this year Chi- 
cago had 57.5 per cent., St. Louis 13.9, Peoria 9.1, Toledo 
6.1, Milwaukee 5.8, Detroit 3.8, Duluth 2.3, and Cleveland 
1.5 per cent. Of the decrease of 1,400,000 bushels from the 
previous week, Chicago loses 830,000, Toledo 240,000, 
Peoria 162,000, Detroit 96,000, and Milwaukee 91,000, 
while St. Louis makes a slight gain. 

Of the Atlantic receipts New York had 54.7 per cent., 
Baltimore 17, Pbiladelphia 9.6, Boston 9,1, Montreal 7.7, 
New Orleans 1.5, and Portland 0.4 per cent. With a gain 
of only 24,000 bushels in the aggregate, New York gained 
230,000 and Baltimore 135,000, while Philadelphia lost 
184,000, Montreal 87,000, and Boston 63,000. 

Exports from Atlantic ports for five successive weeks have 











en: 

- 0 ee Week ending a 
1881. Sept. 14. Sept.7. Aug.31. Aug 24. Aung. 17. 
Flour, bbls. 91,108 88,844 83,408 106,193 71,111 
Grain, bus.2,569,633 2,843,132 3,845,590 4,138,884 4,019,291 

1880. 
| Flour, bbls. 77,582 84,113 88,149 110,191 97,585 
| Grain, bus.5,348,537 6,234,511 6,743,355 6,444,497 8,161,262 


The grain exports continue small and not half as great as 
at thistime last year. For the eight weeksending Sept. 14 we 
| exported little more than half as much wheat and only two- 
| thiras as much corn as last year, and the decrease in all 
| grains is 27,240,209 bushels. 

For the week ending Sept. 16, receipts and shipments at 
| Chicago and Milwaukee were : 





| ———-Receipts.- —— = Shipments.—-— 
1881. 1880. 1881. 1880. 

| Chicago........ 3,980,696 3,387,660 3,826,12L 2,844,531 

Milwaukee...... 514,528 360,245 232,469 195,394 


This is anincrease of 14.6 per cent. in the receipts, and of 
33.5 per cent, in the shipments. 
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For the same week ending Sept. 16, receipts and sbiy- 
ments at Buffalo were : 


———-Receipts.-——— -——Shipments.—— 
1880 


x 1881. 1880. 1881. ' 

By water....... 2,711,000 3,117,000 1,178,340 —_-1,948,6C0 

Sy well.........: 628,300 °'494000 1,427,500 1.046150 
Total........ 3,339,300 3,611,000 2,605,810 2,995,100 


Here are a decrease of 8 per cent. in receipts; a decrease 
of 39 per cent. in canal shipments, and an increase of 36 
per cent. in rail shipments. 

Receipts at four re ports for this week ending Sept. 
16 were, this year and last: 


Phila- Balti- 
New York. Boston.  delphia. more. Total. 
1881 .....3,358,798 414,668 588,905 621,740 4,984,111 
i as 8.3 11.8 12.5 100.0 
1880 .....2,619,836 400,027 691,400 734,234 4,445.497 
58.9 9.0 15.6 16.5 100.0 
New York gains largely in quantity and percentage. The 


losses in percentage are large at Philadelphia and Baltimore. 
For the three weeks ending Sept. 21 receipts and ship- 
ments at Chicago and Milwaukee have been: 


Chicago: 1878. 1879. 1880. 1881, 
Grain, bush. ..... 11,036,163 10,617,898 10,324,521 12,447,855 
Flour, bbls........ 147,379 149,878 141,138 275,793 
See 203,080 258,004 250,145 322,217 

Milwaukee: 

Grain, bush....... 1,691,702 1,917,773 1,077,756 1,415,460 
Flour, bbls........ 86,571 82,750 132.559 138,186 
Ce eee 9,311 14,475 17,200 22,613 


In Chicago the receipts of everything are larger this year 
than in any previous one, but at Milwaukee grain receipts 
are less, even including flour, than in 1878 and 1879. Tak- 
ing the two piaces together and flour and grain together, 
we have the following aggregates fo: four years: 


1878. 1879. 1880. 1881. 
Bushels...... ....13,780,640 15,582,497 12,543,913 16,626,220 
Thus the receipts this year are 32 per cent. greater than 
last, or 20 per cent. larger than in 1878, 
Coal Movement. 


Coal tonnages for the week ending Sept. 10 are reported 
as follows : 


1881. 1880. Ine. or Dec. P.c. 
ABUBPACIS .....0000ccccises 595,264 646,424 D. 51,160 7.9 
OR. o..:5c0 SG spawaes. sedeswandecns 
OCONEE, POUR. 20500 GRD lk icccese — esecvrvccone 
RR IB co Sensscbvncas eR  Chemauide” bonemean 





Centre, Mo., by the Kansas City, Ft. Scott & Gulf road 
from Sept. 1, 1880, to Aug. 31, 1881, were 155,200 tons. 
By the Missc yuri Pacific from Oct. 21,1880 (when the road 
reached Rich Hill), to Aug. 31, 1881, the shipments were 
106,666 tons, a total for the two roads of 261,966 tons. 

Over 10,000,000 bushels of coal are now at Pittsburgh 
loaded up in barges waiting for a rise to take them down 
the river. Coal is gettiug scarce at those points which 
chiefly deperd upon the Ohio River for their supply. 

The official accountant’s statement of anthracite tonnages 
for August and the eight months, differing somewhat in 
form from the weekly statements, is as follows: 





———-August.-——— —Eight months —— 
1881. 1880. 1881. 1880. 
Phila. & Reading.. 707,819 470,223 4.272.486 3.494.882 
Lehigh Valley..... 530,607 268,929 3,521,048 2,619,546 
Central, of New 
ee 367,471 277,028 2,577,517 2,020,051 
Delaware, 
& Western ...... 417,958 280,247 2,748,313 2,118,728 
Del. & Hudson 
Canal Co,... ... 305,638 183,579 2,007,682 1,608,838 


Pennsylvania R. R. 


Bes cocccvecs os 200.146 204,937 1,440,586 1,100,022 








RUS 5 a-eninle - 161,125 81,465 892,994 631,009 

N. Y., Lake Erie & 
Western ......... 29,107 251,355 
UE i sececnsoas 2,733,547 1,895,515 17,773,144 15,844,431 


Increase for the month, 538,032 tons, or 44.2 per cent. ; 
increase for the eight months, 3,928,713 tons, or 28.4 per 
cent. All the companies, except the Pennsylvania Railroad, 
show an increase for the month; all of them show an in- 
crease for the eight months. 

The stock of anthracite coal on hand at tidewater shipping 
points Aug. 31 was 652,943 tons, against 674,716 tons July 
31, a decrease of 11,773 toas during the mont). 

The coal tonnage of the Chesapeake & Ohio road for the 
eight montis ending Aug. 31 was as follows: 


1881. 1880. Increase. P.c. 
SR en cdtsdadaeaeans SNe . 430,49. 319,442 111,055 4.8 
| RT rer 43,946 18,286 25,660 140.5 

PRs sv-0s eas aieseaGinwes 474.443 337.728 136,715 40 5 


Of the total this year 81,665 tons were carried to Hunt- 
ington for shipment by the Ohio River; 20,056 tons shipped 
west of Huntington by rail; 111,375 tons tolocal points and 
connecting roads west of Richmond; 48,986 tons to Rich- 
mond for consumption; 132,101 tons to Richmond wharves 
for shipment, and 80,260 tons were for the company’s use. 

Freizghts and “ Charges.” 

“Those who think there isa mine of wealth in the busi- 
ness of shipping grain to Europe,” says the Chicago Tribune, 
“are possibly right, but the mine would appear to yield its 
treasures to other than the shipper on this side of the Atlan- 
tic. Witness the following charges on a cargo of cern con- 
signed to an Al firm in Scotland, which is a curiosity in its 
way. The cargo consisted of 4,577 quarters of corn, arrived 
in February last, and was sold at 26@27 shilliugs per quarter, 
the gross amount realized being £6,806 lls. 7d. On this 
there were the following charges, the bill for which has just 
come to hand: 








£ a. @ 
PER 6 25655 koe bbdR Keane 60S Cab beacenecenemesas 1,227 13 10 
PE css nccksvehicensGekbkesseeetens phiehcmensas 36°10 4 
Meting. weighing and parcel..................ssse0e. 20 9 2 
Porterage ex ship to carts and trucks to shed, and 
PD OT FO oon sok o5:k5, vas ns rccevseveness00 45 11 4 
Cartage and porterage to loft and intaking....... .. 02 14 5 
Trimming and selecting damage.................++.- 22 10 O 
SE EE TIN 6.3.0-0:6:65 0559006006650 5 0500 60bes0ns FOES 0 2 9 
Porterage ex loft ............... ‘ 34 8 8 
Rent, turning and insurance... 94 19 10 
i cS. orl: casnnageegees, seo deka oe =e & 
eS IE NO inate s cat ceun's cdseccedesde roeeds a> ¢ 
Commission and del credre.. ..........s000 ce eens 126 2 6 
iio odtsiasceiiniseneesstsepaess 1,762 17 1 


‘* That is, the charges additional to freight were 41¢ per 
cent. of the gross returns of sale.” 

The Baltimore Grain Blockade. 

In Baltimore, Sept. 21, another step was taken by the 
merchants of Baltimore in their efforts to get at the bottom 
of the facts regarding the second so-called blockade in 
grain. The committee recently appointed by the Cora 
and Flour Exchange submitted its report, which was unani- 
mously adopted. In this report the committee says that it 
was unable to obtain a conference with Mr. Cassatt, V ice- 
President of the Pennsylvania Railroad Company, but that 
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he referred it, as before, to Mr. Wilkins, local Superinten- 
dent of the Northern Central Railway. ‘The committee says 
that the following facts were presented to Mr. Wilkins: 
That at the time the extra storage notice was issued the 
stock of grain in the Canton was between 1,000,000 and 
1,100,000 bushels and the number of cars on the track, 
by their own statements, near Baltimore, were 
1,700 on Sept. 16, and the stock was between 500,- 
000 and 600,000 bushels, leaving a capacity of over 500,000 
bushels unoccupied, and only six cars remaining on the 
track destined to go into the elevators. The amount in 
transit at this time between Harrisburg and Baltimore 
was not exceeding 25,000 bushels, thus showing a re 
duction in stock of .about 500,000 bushels, besides the 
quantity contained in the 1,700 cars before mentioned. 
In consequence of the refusal of the officers of the 
Canton Elevator and the Baltimore Elevator Company 
to furnish figures, the committee was compelled to 
estimate the grain instore. The committee says in con- 
clusion: ‘Your committee also endeavored to obtain from 
the Northern Central Railroad Company and the Baltimore 
Elevator Company authorities their reasons for a continuance 
of the extra storage, when their alleged reasons 
for its imposing no longer existed, but they declined 


to assign any reasons, and from a_ careful con- 
sideration of all the facts we are led to the con- 


clusion that their only object is the direct pecuniary gain 
which redounds to their companies from the imposition of 
this extortionate charge. This impression is confirmed by 
their subsequent order rescinding the order so far as grain 
to go into the elevator is concerned, which seems to show 
co clusively that there is no blockade in existence or proba- 
be. Your committee recommend the adoption of the follow- 
ing resolutien: ‘That, in the opinion of the board of directors 
of the Corn and Flour Exchange, the course pursued by the 
B_ ltimore Elevator Company and Northern Central Railroad 
Company under the circumstances is unwise, unjust and in- 
imical to the best interests of the railroad company and the 
general traffic, and we enter an earnest protest against this 
act of the said companies continuing the extortionate rates 
of extra storage on corn in their elevators on the 17th inst., 
and thereby depressing the value of the property of its 
patrons,’ ” 

Although the advanced rates of storage have been taken 
off, it is stated that unless some amicable adjustment can be 
reached, suit will be entered against the railroad and eleva- 
tor companies for the amount paid over the regular storage 
rates, 


New York Canal Traffic. 


For the week ending Sept. 15 the traffic of the New York 
canals is reported as follows : 









1881. 1880. Decrease. P.c 

WN ois Svicnas. eukon 181.916 204,796 22,880 11.2 
Miles cleared by boats.... ...245.680 531,349 85,069 23.9 
Tolls........000 02. ose «++. $20,381 $37,915 $12,534 33.0 

The tons shipped of leading staples were: 

1881. 1880. Inc. or Dec. P.c. 

EMO vis sciescadakarebedoul 61,048 49,225 I. 11,823 27.0 
Ns pha 04 nekweads conden 3,133 69,018 D. 35,885 5L.9 
Ircn and iron ore 4,168 19,242 I. 3,926 20.4 
Ree . 37,941 32,041 1. 5,900 18.4 
Sugar and molasses... -- s&s 1,893 dD. 1,791 94.6 


But for the decrease in grain, there would have been an 
increase in the canal traffic. Tne large decrease in tolls is 
but to a small extent du2 to the abolition of tolls on certain 
articles, for the decrease in boat miles has not been much 
less than that in tolls (27 against 38 per cent.). The articles, 
such as lumber, coal and iron, of which shipments are large 
this year, are carried generally shorter distances than grain, 
most of which gces the whole length of the line from Buf- 
falo to Troy. 


RAILROAD LAW. 


Damages by Flood. 

A dispateh from Clinton, Til., Aug. 29, says: ‘In Febru- 
ary, 1881, Magil! Bros., of this city, shipped via the Wa- 
bash, St. Louis & Pacifte Railway a large consignment of 
wool to Pailadelphia. The wool was delivered in Philadel- 
phia in a badly damaged condition, and the Wabash Com- 
pany, when applied to by Magill Bros. for compensation for 
the damage, refused to pay anything, claiming that the 
wool was caught in the flood and damaged by an act of 
God, and that the company was not liable. Magill Bros., 
by Moore aud Warner, their attorneys, of this place, com- 
menced suit against the company in the Circuit Court of 
De Witt County to test the liability of the company. To- 
day, the issues being made up, the case was continued by 
consent, at the costof the railway company, in order to 
give time to take evidence, and present all that there it in 
the case, on both sides, when tried at the next term, as 
there are claims against the Wabash Company amounting 
to several hundre 1 thousand dollars for damages occasioned 
to property of shippers in its hands at Toledo by that flood 
that will be governed by the law held in this case. It will 
be of more than ordinary importance.” 





OLD AND NEW ROADS. 


Atlantic & Pacific.—Surveys have been begun for the 
Central Division of this road, which is to extend from 
Vinita, In}. Ter., to Albuquerque, N. M., where the West- 
ern Divi-ion begins, 





Austin & Northwestern.—Work has been begun on 
this road at Austin, Tex. The proposed line, with its 
branches, will be about 600 miles long, extending through 
the granite and marble region north of the Colorado River 
and the valleys of Williamson, Lampasas and Burnet 
counties to Marble Falls, and thence through San Saba, Mc- 
Cullough, Coleman and Runnels counties. It will connect 
with the Texas & Pacific at Abilene, and will also have a 
connection with the Texas & St. Louis. J. K. Graves and 
J. A. Rbomberg, of Dubuque, Ia., are the chief promoters 
of the project. 


Baltimore & Ohio.--The survey and final location of 
this company’s proposed line from Baltimore to Philadelphia 
is now finished from Baltimore to Wilmington, and the 
engineers have just begun work on the line from Wilming- 
ton to Philadelphia. The line is generally to the westward 
of the Philadelphia, Wilmington & Baltimore. 


Blue Ridge.—The Richmond & Danville syndicate with 
the Columbia & Greenville road acquired also the control of 
this road. A careful survey is now being made ot the line 
from Walhalla, S. C., the terminus of the completed road, 
to Clayton, Ga., with a view of ascertaining the probable 
cost of completing it. Some very heavy and expensive work 
was done on this road 10 or 12 years ago, and some of it is 
said to be in very good condition. 


Boston & Albany.—The Springfield Republican of Sept. 
19 says: ‘ 'he Boston & Albany surveying party for the pro- 
posed short route from Springfield to New York will begin 
operations petty ee toa rough plan already laid out. 
Three lines will be surveyed to find the most favorable one, 


and quite a long time will probably be required to settle the 
question, although Superintendent Russell declares that 
when the route is once decided on the construction of the 
new road will immediately begin. The road will start from 
this city. and the first line will run south of Feeding Hills 
and, ssing somewhat west of East Granby, keep)near the 
Canal road’s line much of the way to New Haven. This line 
would give Springfield direct communication with South- 
wick ponds. The second line would run between Granby 
and Suffield and third between Suffield and the river. The 
surveys will be made on the shortest line regardless of the 
claims of the country stations, but an exception will prob- 
ably be made in favor of New Haven, although there is a 
possibility that the Elm City will be passed by, and the line 
run through or near Derby, thus saving a short distance. 
Track-master Russell wiil direct the survey at t.is end of 
the route, while another party are already at work between 
New York and New Haven.” 


Boston, Hoosac Tunnel & Western.—The grading 
of the extension of 17 miles from Mechanicsville, N. Y., 
west by south to Schenectady, is nearly compieted. Track 
has been laid for five miles west from Mechanicsville, and a 
bridge of 160 ft. span at that point .is nearly finished. The 
rails will probably reach Schenectady next month. 

It is reported that preparations are being made to let con- 
tracts for the proposed Buffalo Extension between Syracuse 
and Utica, and that work will soon be begun. 


Central Pacific.—A dispatch from San Francisco, 
Sept. 19, says: ‘*Chief Engineer Montague, of the Central 
Pacific ilroad, has received advices from the surveying 
party under Engineer Warner, which started east from 
Ogden some weeks ago to examine the new line for the ex- 
tension of the Central Pacific to the Missouri River. He re- 
ports finding a favorable line through an open, productive 
country, with grades not exceeding 53 feet per mile, all the 
way from Salt Lake to Fort Fetterman by the way of South 
Pass. Warner’s party will continue east until met by the 
party working westward. It is claimed here that a better 
road than the present one east of Ogden can be built for 
one-third the cost.” 

Vice-President C. P. Huntington, of the Central Pacific 
Company, is reported as confirming the correctness of the 
above-given dispatch. He said that the portion of the pro- 
posed road most difficult to build would be between Ogden 
and Pacific Springs, at the head of the Sweet Waters. From 
Pacific Springs, which was about 160 miles east of Ogden, 
to the Missouri River, a distance of about 740 miles, the line 
would pass through a fine open country. [t would run 
parallel with the Union Pacific, but about 100 miles north of 
that road. The new road would take in the Deadwood min- 
ing district business. He had contracted in England, two 
months ago, for about 60,000 tons of steel rails to be used 
on the road, to be shipped on March 1, next year. They were 
intended to be delivered here by July, 1882. The rails had 
been secured beforehand soas to avoid the possibility of 
delay when work was ready to be begun. 

Mr. Huntington intimated, however, that the building of 
the road was not altogether certain, depending somewhat 
upon the action of the Union Pacific. If that company made 
any further move west of Ogden, the new road wouli be be- 


;| gun at once. 


Central Vermont.—A new suit has been begun against 
this ay in the Vermont Supreme Court by Mrs. 
Judith W. Andrews, a large holder of Vermont Central 
securities. This suit is for a writ of quo warranto against 
the directors of the company, the plaintiff claiming that the 
present directors hold their office unlawfully, and that the 
reorganization of the company in 1873 was illegal. Mrs. 
Andrews has keen plaintiff in several of the suits against the 
company. 

The hearing before the Masters in the Langdon suit was 
resumed last week and continued for several days. Some 
additional claims were presented and a number of bonds 
proved. Before adjourning the Masters gave notice that all 
requests for findings must be presented before Oct. 1. They 
expect to have their report ready fer presentation to the 
court at the January term. 


Chesapeake, Ohio & Southwestern.—This company 
(suecessor to the Memphis, Paducah & Northern) has con- 
cluded an agreement for the purchase of the Paducah & 
Elizabethtown road, which extends from Elizabethtown, 
Ky., westward to Paducah, 185 miles. The agreement is 
tor the purchase of all the stock and bonds of the Paducah 
& Elizabethtown Company, and it is proposed to pay for 
them by an issne of the preferred stock and bonds of the 
Chesapeake, Ohio & Southwestern. 


Chicago & Alton.—A suit has been begun against this 
company by the Wiggins Ferry Company to recover $500,- 
000 damages for alleged breach of a contract made in 1864, 
by which the Wiggins Company was to have the transporta 
tion of all freight and passengers to and from the road be- 
tween St. Louis and East St. Louis. Under this contract 
the Wiggins Company has already recovered one judgment 
and now asks for damages for the breach of the agreement 
from Aug. 13, 1875, up to the present time, passengers and 
freight having passed over the bridge during that time. 


Chicago, Burlington & Quincy.—This company has 
issued a circular to holders of Republican Valley stock, 
which says: 

“The terms of consolidation of the Burlington & Missouri 
River Railroad Company in Nebraska with the Chicago, 
Burlington & Quincy Railroad Company provided that on 
Jan. 1, 1885, the deferred shares of the Republican Valley 
Railroad Company should become exchangeable for Chicago, 
Burlington & Quincy Railroad shares, but should not be 
entitled to dividends until that date. Some discussion has 
taken place, and there is ground for difference of opinion as 
to whether this stock ought, under the contiact, to share in 
certain extra dividends that might accrue under certain cir- 
cumstances to holders of Chicago, Burlington & Quincy 
shares, should any such be made prior to Jan. 1, 1885, 
To remove any ground for dispute between inter- 
ests so nearly allied, it has been thought best by 
the board of directors of the Chicago, Burlington 
& Quincy Railroad Company to endeavor to procure 
an exchange of such deferred shares for the regular shares 
of the Chicago, Burlington & Quincy Railroad Company, if 
the holders are willing to make such exchange upon equita- 
ble terms. This course is rendered desirable at the present 
time by the probability that within a few weeks the Chi- 
cago, Burlington & Quincy Railroad Company will offer to 
its shareholders rights of subscription which will bave a con- 
siderable value. After consultation with several of the 
large holders of Republican Valley Railroad deferred stock, 
the committee of the board to whom the subject was re- 
ferred has fixed upon the proportion of three to four as being 
just, under all the circumstances of the case, and the Chi- 
cago, Burlington & Quincy Railroad Company will accord- 
ingly issue, on and after the opening of its transfer books, 
the 19th instant, and until Oct. 15, 1881, three of its full- 

id shares in exchange for four shares of the Republican 

alley Railroad Company deferred stock, the new shares to 





be at once entitled to all ~— that may accrue upon other 
Chicago, Burlington & Quincy shares. Scrip will be issued 





—_ 


for fractional parts of shares convertible into stock when 
presented in sums of $100, Thés offer will remain open for 
acceptance until Oct. 15, 1881, and no longer.” 

The company has also issued the following circular to its 
own stockholders: 

“The Republican Valley Railroad Company, whose road 
now extends to within about 70 miles of the western bound- 
ary line of the state of Nebriuska, proposes to take immediate 
steps to finish the same to the state line. it pro s also to 
take a lease of the road of the Burlington & Colorado Rail- 
road Company, extending from the Nebraska and Colorado 
line to Denver. The compietion of these two roads connect- 
ing with the Republican Valley road, as now in operation 
and under lease to the Chicago, Burlington & Quincy Rail- 
road Company at or near the west line of Red Willow Coun- 
tv in Nebraska, will give to the Chicago, Burlington & 
Quincy Railroad Company the most direct route between 
Denver and the east, and will open to the farming interests 
served by the roads of our country in Nebraska the advantage 
of a western market for their productions, from which we 
have been entirely debarred by the discriminating rates 
against us, and will put us in possession of facilities for 
obtaining at or near Denver a supply of coal for our own 
and the public consumption in Nebraska where, as yet, 
no valuable coal fields have been developec. We are un- 
der an agreement with the Republican Valley Railway 
Company to aid in building certain extensions of its roads 
in Eastern Nebraska, the construction of about 70 miles of 
which is now well advanced. We have also concluded a 
new agreement with that company, subject to the approval 
of our shareholders, to furnish part of the means to enable it 
to go to the state line, and to aid in building the road in 
Colorado. By these several arrangements the Chicago, 
Burlington & Quincey Railroad Company will secure the 
control of a considerable amount of Republican Valley 
stock and of Republican Valley 5 per cent. first-mortgage 
bonds at the rate of $20,000 per mile, end of the 5 per cent. 
first-mortgage bonds of the Burlington & Colorado Com- 
pany at the same rate. As it is thought to be desirable ulti- 
mately to consolidate the Chicago, Burlington & Quincy 
and Republican Valley properties, it is proposed to hola the 
above securities in trust and to issue the securities of the Chi- 
cago, Burlington & Quincy Railroad Company to represent 
them. The 5 per cent. bonds of the Republican Valley and 
of the Burlington & Colorado companies will be placed in 
trust with the New England Trust Company assecurity for an 
equal amount of Chicago. Burlington & Quincy Railway Com- 
pany 4 per cent. bonds,dated Feb, 1, 1882, the difference of 1 
per cent. to be an accumulating sinking fund to pay off the 
Chicago, Burlington & Quincy Railroad Company’s 4s. The 
stock of the Republican Valley Railroad Company will be 
held by the Treasurer of the Chicago, Burlington & Quincy 
Railroad Company in trust, and scrip certificates will be 
issued to represent it, whicb will entitle the holder after 
April 1, 1882, to the same dividends and rights as may ac- 
crue upon Chicago, Bur ington & Quincy Railroad Company 
stock, provided that the Chicago, Burlington & Quincy Rail- 
road Company sh#]l have the right to give its own stock, 
dollar for dollar, in exchange for these certificates at any 
time on giving 30 days’ notice of its desire to do so, after 
which the scrip will not be entitled to any further dividends 
or right. 

** The opportunity to subscribe for $7,895,000 of the Chi- 
cago, Burlington & Quincy Railroad Company 4 per cent. 
bonds, together with the Republican Valley Railroad Con- 
pany stock scrip, is now offered to the stockholders of the 
Chicago, Burlington & Quincy Railroad Company of record 
Oct. 19, 1881, pro rata as below, upon condition that the 
proposed arrangement shall receive the necessary assent of 
our stockholders at the meeting to be held Sept. 28. Chi- 
cago, Burlington & Quincy Railroad Company 4 per cent. 
bonds and Republican Valley Railroad Company stock scrip 
will be sold together in blocks, each block consisting of one 4 
per cent. bond for $1,000 and scrip representing 10 shares 
of Republican Valley stock, for which block $1,000 in 
money shall be paid in installments as follows: 25 per cent. 
Dec, 23, 1881; 25 per cent. Jan. 16, 1882; 25 per cent. 
Feb. 10, 1882; 25 per cent. March 20, 1882, the average 
date being Feb. 1, 1882. Payments on all subscriptions 
must be made to E. E. Pratt, Assistant Treasurer, Boston. 
The privilege of subscribing for one of the above blocks will 
attach to 70 shares (or rights) of the Chicago, Burlington & 
Quincy Railroad Company stock.” 


Chicago, Ft. Scott & Oklahoma.This company has 
been organized to build a railroad from Ft. Scott, Kar., 
southwest to the southern boundary of the state in Sumner 
County. 


Chicago, Keokuk & Kansas City.—This company 
has filed articles of incorporation to build a railroad from 
Chicago to Hamilton, I]., with branches to East Hannibal 
to a point in Will County and to Rock Island or a point 
near that place on the Mississippi. 


Chicago, Milwaukee & St. Paul.—Work has ad- 
vanced very rapidly of late on the Council Bluffs Extension, 
and the grading of a large part of the 270 miles from 
Marion, Ia., to Council Bluffs is finished. Track has been 
laid from Marion west about 20 miles; from Dillon, the Cen- 
tral lowa crossing, about 10 miles east and about 10 miles 
west, and from Perry, the Keokuk & Des Moines crossing, 
about 10 miles eastward, making about 50 miles ironed in 
all. Tracklaying has also been begun from Perry westward. 

The extension of the Monroe Branch is now completed to 
Shullsburg, Wis., 12 miles west of the late terminus at 
Gratiot, and 34 miles west of the old terminus at Monroe. 
The question of a further extension of this branch has not 
been decided. 

The troxble between this company, the Chicago & Iowa 
and other parties over the Chicago, Rockford & Northern 
road, which led to quite a lively war some months ago, bas 
been settled, and all the suits pending between the parties 
will be withdrawn. 


Chicago, Pekin & Southwestern.—In the United 
States Circuit Court in Chicago, Sept. 19, a decree of fore- 
closure of the first mortgage on this road was granted. The 
sale will be advertised soon. 


Cincinnati & Cairo.—This company has fiiled articles 
of incorporation in Indiana to build a railroad across the 
southern part of the state from the Ohio to the Illinois line, 
about 220 miles. 


Concord and the Boston & Lowell.—These roads and 
their leased lines are now worked under one management, 
in pursuance of the agreement lately concluded. he ar- 
rangement is very similar to that under which the Boston & 
Lowell and the Nashua & Lowell were formerly operated. 
The roads are in charge of a jointly appointed Manager, 
who conducts all their operations, and divides the net earn- 
ings between the companies in the proportion fixed by the 
agreement. The details of the agreement have not been 
made public, and it is not known how the earnings will be 
divided. 

There is no lease, no formal consolidation and, of course, 
no change in the organization or names of the respective 
corporations. For convenience, however, the jointly oper- 
—_ roads will be known as the Boston, Lowell & Concord 

ine. 
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Denver & Rio Grande.—This company has filed cer- 
tificates showing its intention to establish a sinking {und for 
the redemption of the first consolidated bonds. Tue papers 
provide for the payment of one-fourth of 1 percent. an- 
nually on the amount outstanding for the first four years; 
one-half of 1 per cent. annually for the next five years; and 
1 per cent. annually thereafter until the maturity of the 
bonds. The fund may be invested in the bonds at a premium 
not to exceed 20 per cent., or in government securities, in 
the discretion of the trustees. 


into possession of the Lake Shore & Michigan Southern 
Company Sept. 19. It extends from Ypsilanti, Mich., 
southwest to Bankers, 65 miles, crossing the Lansing Divi- 
sion of the Lake Shore at Hillsdale, only four miles from the 
western terminus, 


East Tennessee, Virginia & Georgia.—The com- 
pleted mileage now owned, controlled or leased by this com- 
pany is as tollows: Main stem, Bristol. Tenn., to Chat- 
tanooga, 242 miles; Obio Division, Kuoxville, Tenn., to 
Carey ville, 40 miles; North Carolina Division, Morristown, 
Tenn., to Wolf Creek, 40 miles: Selma Division, Cleveland, 
Tenn., to Selma, Ale., 264; Alabama Central road, Selma 
to Meridian, Miss., 113 miles; Memphis & Charleston road, 
Memphis, Tenn., to Chattanooga, 310 miles, with Somer- 
ville Branch, 16 miles, and Florence Branch, 5 miles; Macon 
& Brunswick road, Macon, Ga., to Brunswick, 187 mules, 
with Hawkinsville Branch, 10 miles; total completed line 
wo ked, 1,227 miles. 


The mileage under construction, all of which is to be |. 


finished next summer, is as follows: Ohio Division extension, 
Careyville to Kentucky State line, 26 miles; North Carolina 
Division extension, Wolf Creek to Paint Rock, 3 miles: 
Macon & Brunswick, Macon by Atlanta to Rome, 160 miles. 
When these lines—189 miles in all—are finished, the com- 
pany will have 1,416 miles altogether. 


Galveston, Harrisburg & San Antonio.—Track on 
the extension of this road is now laid to Dhanis, Tex., 60 
miles westward from San Antonio. Work is progressing 
steadily toward the Rio Grande. 


Great Western, of Canada.—The following circular 
was issued by the Secretary in London, England, Sept. 8: 

*T am instructed to inform you that the accounts of this 
company for the half year ended July #1, 1881, as received 
by cable message, and therefore subject to final audit and 
approval, show a balance (including the sum of £12,328 
received from the Detroit, Grand Haven & Milwaukee Com- 
pany), after providing for a'!l debenture interest and prefer- 
ence charges, and placing the full credit to the reserve 
funds, sufficient to pay a dividend on the ordinary shares of 
the company of ils per cent. per annum, carrying forward 
a balance of about £6,600.” 

The dividend for the corresponding half of 1880 was | per 
cent. 


Hannibal & St. Joseph.—At a meeting of the directors 
in New York, Sept. 16, the following resolutions were 
unanimously adopted: 

* Resolved, That the action of the officers of this company, 
upon the demand of Henry RK. Wilson for conversion of 
bonds, and io submitting the questions raised by that de- 
mand to the determination of the courts, be and is hereby 
approved and confirmed. 

zesolred, That it is the desire cf the company to convert 
the 8 per cent. bouds into common stock, provided there is a 
legal right to do so, and that the officers be authorized to 
make such conversion in case of a decision favorable to the 
right to do so, 


Indiana, Illinois & lowa.—The track on this road is 
now laid from the Chicago & Eastern Illinois at Momence, 
Iil., west by south to the Illinois Central crossing at Kanka- 
kee, about 13 miles. It is laid on the old Plymouth, Kanka- 
kee & Pacific grade. Work is in progress from Momence 
east to the Indiana line. 

Indianapolis, Dacatur & Springfield.—Notice is 

given of a meeting to be held Nov. 17 in Indiatapolis, to de- 
termine whether this ‘‘company shall, first, issue bonds to 
the amount of $1,850,000, bearing interest at 6 per cent. per 
annum, and execute a mortgage intended to be the first 
mortgage on said railroad, to secure the same, in order to 
satisfy and extinguish the bonds outstanding under the 
present first mortgage of the company, and for other pur- 
»0ses; second, issue bonds to the amount of $1,000,000, 
yearing interest at 5 per cent. per annum, and execute a 
mortgage intended te be the second mortgage on said rail- 
road, to secure the same, in order to cancel and redeem the 
first 10 coupons upon the bonds out-standing under the present 
second murtgage of the company, and for other purposes; 
third, create and issue shares of preferred stock to the 
amount of $2,850,000, to be exchanged for or used in satis- 
faction of the principal of the bonds now outstanding under 
the present second mortgage of the company, and to trans- 
act avy other business which may properly be brought be- 
fore such meeting.” 


Jacksonville, Pensacola & Mobile.—The transfer of 
this road to the Jacksonville & Mobile Company, organized 
by the purchasing bondholders, has been temporarily en- 
joined at the suit of F. R. Sherwin and others. This suit, it 
is understood, has been begun to protect the rights of certain 
holders of bonds of the Pensacola & Georgia and of the Tal- 
lahassee Railroad Company, and probably will not much 
delay the transfer. 


Kansas City, St. Joseph & Council Bluffs.—It is 
stated that this road,which has been for some time controlled 
and largely owned by the Chicago, Burlington & Quincy, 
will be operated directly by that company from Oct. 1 next. 


Kinzna.—This company has been organized to build a 
railroad about 14 miles long from Howard Hill, Pa., to the 
Bradford, Bordell & Smethport road near Simpson, 


Knoxville & Augusta.—Agreements have been con- 
cluded for the consolidation with this company of the Ra- 
bun Gap Short Live and the Clavton Railroad companies, 
whose charters cover the Knoxville & Augusta line iv Geor- 
gia. Neither of the Georgia companies has any road built, 
but part of the Clayton road is in progress. 


Lake Shore & Michigan Southern,—This company 
is now engaged in cutting down the grades at several points 
on its line, and the work is already we!l advanced. 

Work is also well advanced on the second track between 
Elkhart and Chicago, and a large part of it will be done this 
season. 

tenn Isiand.—In the Superme Court in Brooklyn, 
N. Y., last week, counsel for this company made a motion 
to discharge the Receiver of the road, Mr. Austin Corbin, 
and restore the company to its corporate rights. Mr. Cor- 
bin, who is also President of the company, concurred in this 
motion, and asked that a referee be appointed to pass upon 
his accounts. The counsel said that the road was in good 
condition and the company had paid off nearly ail its debts. 
The Receiver had $70,090 on hand, $130,000 on deposit and 
p nae 2 ra in oustanding certificates. The judge reserved his 

ecision. 
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Louisville, New Albany & St. Louis.—Work is 
actively in progress on this road. The grading is done 
from New Albany to the tunnel rear Georgetown, Ind., and 
the tunel is expected to be ready for the passage of trains 
early in October. Tracklaying will then be begun. 


Maine Central.—The officers of this company are, it is 
reported, considering the question of building a branch from 
Dexter, Me., to Houlton or Presque Isle in the Aroostook 
country. <A preliminary survey has been made. The dis- 





; ; tance from Dexter to Presque Isle is nearly 140 miles. 
Detroit, Hillsdale & Southwestern.—This road passed 


Marietta & North Georgia.—Work is progressing on 
the extension of this road from Canton, Ga., northward. As 
soon as the track reaches Ball Ground, in Pickens County, 
work will be begun on a branch from that place to Dahlonega. 


_ Milwaukee, Lake Shore & Western.—A large force 
is now employed on the extension of the Northern Division 
from Antigo, Wis., to Pelican Lake, and the work is being 
pushed as fast as possible. 


Nashville, Chattanooga & St. Louis.—This compa- 
ny’s statement for August and the two months of its fiscal 
year from July 1 to Aug. 31 is as follows: 


; August. Two months. 
1a ey i EC $168,317.11 $318,747.95 
ME cakeps Acces. see cnccn 26 -akee 101,655.61 201,460.18 





ROR ORI . ooisci caveccawates $66,661.50 
Interest and taxes 45,666.42 





$117,287.77 
86,226.20 








Risen. kRcaicavsliemnnee $20,995.08 $31,061.57 


In accordance with the agreement lately made in New | 


York between the Louisville & Nashville and the minority 
stockholders, a dividend of 3 per cent. has been declared for 
the vear lately closed. 


New York & New England.—Track is now completed 
on the extensjon of this road to the Hudson River, at Fish- 
kill Landing, opposite Newburg, 224 miles from Boston. 
Ballasting is nearly completed, and trains will run through 
about Oct. 1. Work is well advanced on the docks and 
terminal buildings at Fishkill Landing, and connection will 
be made with the Newburg Branch of the Erie by steam ferry 
across the Hudson. 

The new line, starting from last year’s terminus at 
Brewsters, N. Y., takes a sharp turn and runs northward 
for some 13 miles, then turns westward again and strikes 
the Newburg, Dutchess & Connecticut road at Hopewell 
junction, about 23 milesfrom Brewsters. From Hopewell 
junction the Newburg, Dutchess & Connecticut track is used 
to Wicopee, nine miles ; from Wicopee about a mile of new 
track has been builf to the river terminus. The extension 
of the road is thus about 33 miles, of which 24 milesare new 
track. Most of the new track is on the old line graded for 
the Boston, Hartford & Erie road years ago. 

Arrangements have, it is understood, already been made 
for through trains in connection with the Erie, and for the 
exchange of business between the two roads. 


New York, Pennsylvania & Ohio.—The crews of the 
shifting engines in the yard at Youngstown, O., quit work 
Sept. 18,demanding increase of pay from $65 to $70 per month 
for conductors and from $1.85 to $2 for brakemen, with ex- 
tra pay for extra time. Only about 40 men are concerned 
in the strike, but they have succeeded in delaying the move- 
meut of freight and embarrassing the officers of the road. 


Norfolk & Western.—This company’s statement of 
gross eirnings for August and eleven months ending Aug. 
31 is as follows : 


1881. 1880. Increase. P.c. 
I 55 555 cesd Rad $190,681.90 $179,946.95 $10,734.95 5.9 
Eleven months........1,984,701.72 1,811,652.27 173,049.45 9.5 


The statement says: ‘‘ In connection with the above com- 
parative statement of gross earnings it is important to note 
that the local passenger and freight rates of the Norfolk & 
Western Railroad are now about 25 per cent. less thar in 
August, 1880. In order to foster and encourage the local 
interests of the road, local passenger rates were reduced on 
June 1, 1881, and local freight rates were reduced on Aug. 
1, 1881, the reduction being in each case about 25 per cent. 
The increase of 5.9 per cent. shown by August gross earn- 
ings above those of August, 1880, is, therefore, equivalent 
to an increase of 40 per cent. in the volume of business. It 
is believed that this policy of protecting its local interests 
will rapidly increase the revenue of the line.” 


Northern Pacific.—Work is progressing well on the 
Yellowstone Division, and the track is now laid to the 
O'Fallon River, 30 miles west of the late terminus at Glen- 
dive, Montana, making the end of the track 699 miles from 
Duluth. The grading is finished some distance beyond. 

On the Casselton Branch track is now laid to Mayville, 


Dak., 12 miles north of the late terminus at Blanchard, and | 
44 miles from the main line at Casselton. The grading is | 
done for 36 niiles further, to a point in Grand Forks County. | 


Ogden Mine.—Negotiations are in progress for the sale | 


of this road to the Central, of New Jersey. The road ex- 
tends from the Ogden mine in Sussex County, N. J., to Lake 
Hopatcong, 10 miles, and carries ore from a number of iron 
miues tc the lake, where it is transferred to canal boats and 
shipped by the Morris Canal, which has a connection with 
Lake Hopatcong. If the transfer is made, the Central will 
extend its High Bridge Branch from Port Oram up the 
Longwood Valley to the foot of Mase Mountain, and there 
connect with the Ogden Mine road by an inclined plane. 
The Ogden Mine is a-high level road, running along the top 
of a mountain ridge between the Wallkill and Longwood 
valleys. 


Ohio & Mississippi.—All further argument as to a 
change in the receivership has been postponed by the United 
States Circuit Court until Sept. 28, when a full bench will 
be present. 


Peachbottom.—The Court has confirmed the sale of the 
Eastern Division for $5,000 to the trustees under the mort- 
gage. 

The Master in the case has filed a report as to the disposi- 
tion of a certain fund in the possession of the Court, which 
comes from a traffic contract between this company and the 
Philadelphia & Baltimore Central. The Master recommends 
that the fund be distributed pro rata among the holders of 
overdue coupons; it will be sufficient to pay them 3.56 per 
cent, on the face of the coupons only. 


Peunsylvania.—Tracklaying is now in progress on the 
extension of this company’s new Philadelphia & Long 
Branch line from Seaside Park, N. J., northward along the 
shore to Point Pleasant, At tbat place a new bridge is to 
be built over the Manasquan River, and the road will then 
be extended to Long Branch. 


Peoria & Farmington.—Work has been steadily in | Company has abandoned its track an 
progress on this road for some time, and track is now laid 


from Peoria, Lil., westward about 15 miles. 
going on as fast as 
‘armington, 25 miles from Peoria, next month. 








and the nine months of the fiscal year, in the form now used 
by the Receivers, is as follows: 





? August. . Nine months. 
Railroad Co.: Gross. Net. Net. 

Railroad traftic....... $1,795,941.25 $900,431.74 $5,836,065.81 

Canal traffic.... ...... 127,619.00 64,368.69 239,068.86 


Steam colliers.... .... 37,404.11 176,327.47 
297.50 





Richmond bargzes..... 8,697.66 1,558.05 
| —_—— —— 
| Total R. R. Co....... $2,000.986.58 $1,003,762.59 $6,251,759.64 
| Coal & Iron Co........ 1,521,531.49 151,503.06 683,098.50 








| a anaes ee $3,522,518.07 $1,155,265.65 $6,934,858.14 
| Expenses do not include interest or rentals, the net earn- 
| ings being the sums from which those charges are to be paid. 
| A comparison of net earnings is as follows: 
| ———Auzust.———, ——-Nine months. - 
| 








1881. 1880. 1881. 1880. 
| Railroad Co.......... $1,003,763 $786,638 $6,251,760 $5.546,317 
| Coal and Iron Co.... 151,503 73,310 683.098 14,2 
i Sie $1,155,266 $859,948 $6,934,858 $5,560,551 


| For August the Railroad Company shows an increase of 
| $217,125, or 27.6 per cent., and both comparies an increase 
| of $295,318, or 34.3 per cent. For the pine months the gain 
| was $705,443, or 12.7 per cent. for the Railroad Company, 
aad $1.374,307, or 24.7 per cent. for both companies, 

The gross earnings of the Railroad Company in August, 
| 1880, were $1,531,813, showing an increase this year of 
| $469,174, or 30.6 per cent. ; 


| Richmond, Alleghony & Ohio Central.— Messrs 
R. H. Maury & Co., of Richmond, in their circular of Sept. 
| 10, give the following: 

‘* We understand that the{work is being rapidly pushed for- 
ward from Charleston to the Ohio River, and that trial lines 
| are being run up the Kanawha and New rivers. It is positive- 
| ly denied that any arrangements have yet been made witn 
the Chesapeake & Ohio for the use of its track to 
Williamson’s, and it is generally believed now 
that none such will be made. The following 
may prove interesting to some of our_ readers. 
Itisauthentic. By the contract of consolidation between the 
Richmond & Allegheny, the Ohio Central and the Atlantic 
& Northwestern, the three are consolidated into one line— 
from Richmond to Toledo—called the Richmond, Allegheny 
& Ohio. The Richmond & Allegheny is completed from 
Richmond to Williamson’s, say 230 miles, having $5,000,- 
| OCO stock and $5,000,000 bonds. The Ohio Central, to run 
| from Toledo to Point Pleasant, is completed, say 230 miles, 
| having $12,000,000 stock and $8,400,000 bonds. The 
| Atlantic & Northwestern, whichs to connect the two, has 
|no existence save on paper. Upon consolidation the 
| Richmond & Allegheny stockholders, upon surrender 
{of their stock, will receive from ~the new company 
| $6,000,000 of new stock and a bonus of $4,000,000 of 7 per 
| cent. income bonds of the new company. There will also 
| be set apart of the bonds of the new company enough to 
| retire or purchase the $5,000,000 bonds now outstanding 
}of the Richmond & Allegheny. In like manner the Ohio 
| Central stockholders will receive in exchange for their 
| $12,000,000 of stock $15,000,0000 of stock of the new 
company, and provision will also be made to retire or 
purchase their $8,400,000 of bonds. The Atlantic & North- 
western stockholders receive $6,000,000 of new stock 
and $20),000 bonds of the new company. The new com- 
pany is to have $35,000,000 of stock, of which $21,600,000 
is issued to the divisional companies as above stated; is to 
issue $4,200,000 of bonds as above, by way of bonus to the 
Richmond & Allegheny and the Atlantic & Northwestern ; 
also issue enough to provide for the existing bonds of the 
Richmond & Allegheny and the Ohio Central, which amount 
to $13,400,000 (which it is presumed will not be exchanged 
equally for the new bonds, as they will be part of a much 
larger mortgage), and also a further amount of bonds suffi- 
cient to raise funds to complete, equip and operate the en- 
tire line.” 

St. Paul, Minneapolis & Manitoba.—A survey is 
being made for a branch or cross-cut to run from this road, 
at St. Cloud, Minn., across to the St. Paul & Duluth. Two 
a have been run, one to Rush City and the other to Pine 

ity. 

Scioto Valley.—It is reported that parties in the inter 
est of the Chesapeake & Ohio have bought a controlling in 
terest in this road, which extends from Dolemius, O., south- 
ward to Portsmouth, 100 miles, and thence up the river 
28 miles to Ironton. 


Sioux City & Pacific.—Track on the Nebraska Division 
is now laid to Atkinson, Neb., 20 miles west of the late 
terminus at O'Neill, and 60 miles beyond Neligh. Work is 
progressing steadily toward Ft. Niobrara. 








South Chicago & Southern.—This company has 
been incorporated to build a railroad from South oe to 
| a point on the Indiana state line in the town of Thornton. 
| The object of the rvad is not apparent. 

Tennessee Railroad Assessments —The Tennessee 
State Board of Railroad and Telegraph Assessors have coun- 
| pleted their labors. The following isa list of the railroad 
| property assessed in the state: 








Rate per Assess- 

| Miles. mile. ment. 

| Duck River Valley*.......... 36 67 $3,611 132,420 
Knoxviile & Augusta ...... 16.5-16 3,234 53,763 
Rogersville & Jefferson...... 16 2,729 43,671 

| Nickajack............. gee 14, nea 3 

| Nashville & Tuscaloosa*.. ... 21.79 3.000 65,370 

| Oakdale & Cumb'land Moun- 

2 EA Re 9.16 8,000 73,280 

Memphis, Paducah & Great 

ee ae 69.18 5.000 345,900 

| Nash. & Florence.... ........ 12 8,000 96,000 
Cincin., Cumb. Gap & 

| Charleston........... anes 39.30 5,352 215,076 

| Ala, & Gt.Southern...... ... 4.85 12,500 60,625 

| Nashville, Chatta. & St. 

(Gi - eR eee 455.74 15,091 6,877,397 

| Western & Aitlantic.......... 22 33,545 737.9 

2 2 ea 13.6 20.172 263,447 

| Mem. & Charleston ......... 108 12,781 1,380,295 
L. & N. and branches and 

Lo Or 428.59 15,024 6,429,075 

| Ship Island, Ripley & Ken- 

RU cil aha sees 5 3,800 19,000 

| Tennessee Coal & R. R. Co.. 24 11,000 283,000 

Chicago, St. Louis & New 

ja BARRE eee 125.05 15,2%% 1,903,645 
| Knoxville & Ohio............ 48 26 9, 62 456,653 
ey, OS oO eae 258.71 17,722 4,584,623 
| Cincinnati Southern....... . 151.43 18,223 2,759.551 
| Coal Creek & New River..... 1 5.000 5,000 
oe 2 ee eee 128.84 16,000 2,061,440 

TRIS itsick cece vecnss 1,997 .36 $29,032,425 


« Narrow gauge. 
The Board find that the Holly gee Brownsville &Ohio 
is out of existence. 
There was an increase over 1879 of 82.65 miles of road 


Tracklaying is | and of $12,656,531 in the amount of assessment. 
sible, and the company bopes to reach 


| Texas & Pacific—Trains were run through this week to 
the new terminus at Pec>s Crossing, 657 miles from Texar- 


Philadelphia & Reading.—The statement for August kana. Track is now laid for 30 miles beyond the Pecos and 
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the grading is finished into the RioGrande Valley. The 
grading parties are expected to reach E! Paso in a few 
weeks, 


Toledo, Delphos & Burlington.—This somgeny has 
completed a = about two miles long from Dayton, O., to 
the Soldiers’ Home. It is intended for local travel. 


Toronto, Grey & Bruce.—The Toronto (Ont.) Mone- 
tary Times says : “*‘ Mr. Hendrie and his associates have at 
length got control of the Toronto, Grey & Bruce Railway 
and elected a new board of directors, with Mr. Hendrie as 
Chairman. At res the victorious party controls four- 
fifchs of the bonds and stock which stands at $500,000. It 
is still a question whether the lease to the Grand Trunk can- 
not be enforced, aud whether the latter will not have to be 
given possession. This depends upon the legality of the ex- 
clusion of a large number of bondholders at a previous meet- 
ing. The change of directors will not affect this question, 
nor will it prejudice the rights of parties to the late contest. 
The Granda Trunk, as we understand it, has surrendered 
nothing. If the legal decision be finally against it there will 
be nothing more to be done; but if that decision be in its 
favor, the new directors of the Toronto, Grey & Bruce will 
not be able to defeat the lease. If the new management find 
they oust comply with the terms of the lease to the Grand 
Trunk, they will probably find that they have purchased a 
seeming control, which does not carry ion, at a cost 
greatly out of proportion to the benefits they are likely to 


obtain. 


Toronto & Ottawa.—Pro) is will be received at the 
office of this company, No. 42 Front street, West Toronto, 
Ont., until Oct. 10, for the construction of the road from 
Madoc, Ont., to Sharbot Lake, on the Kingston & Pem- 
broke road, a distance of 47 miles. 


Troy & Greenfield.—Work on the improvements on 
this road is being pushed as fast as ible this fall. A 
mile of the second track has been Jaid in the tunnel, five 
miles between Greenfield and Deerfield have been graded, 
and the second track will be laid within a month. Five 
miles between the tunnel and Zoar are graded, and by June 
next the whole of the 24 miles authorized by the last Mas- 
sachusetts Legislature will be double-tracked, leaving 20 
miles more to be finished. The fills for the five miles of 
side-track in the North Adams yard are being made, and 
enough track will be laid to relieve the yard and for the 
ordinary purposes of business at present. 


Wabash, St. Louis & Pacific.—General Ticket Agent 
George H. Daniels hasissued the following circular : 

“Owing to the fact that connections are no. being made 
with lines at Detroit to and from the East, as was expected, 
I am compelled to request that for the present tickets rea?- 
ing via our new Detroit line will be withdrawn from sale. 

‘* We expect shortly to be in a position to take care of this 
business in good shape, and I will notify you of this as soon 
as arrangements for this end now in hand are completed. ” 

Mr. C. P. Chesbro, Car Accountart, has issued the follow- 
ing circular in relation to his department: ‘This company 
assumed control of the Indianapolis, Peru & Chicago Rail- 
way Sept. 1. On and after that date all reports for mileage 
earned by Indianapolis, Peru & Chicago and Michigan City & 
Indianapolis cars should be made direct to this office. Line mile- 
age should be reported to general managers of the lines. We 
are building 1,000 cars marked Wabash & Erie Despatch, 
numbered 23,001 to 24,000. Mileage earned by these cars 
should also be reported direct to this offica.” 


Western North Carolina.—Track on this road is now 
laid from French Broad station up the French Broad River 
to the mouth of Ivy, adistance of five miles, making the 
road 160 miles long from Salisbury. The bridge over Ivy 
Creek is nearly finished and track will probably be laid two 
miles further, to Marshall, in afew days. The work on this 
section is heavy, including much rock cutting. From 
Marshall to Warm Springs, 16 miles, there is some heavy 
work, but a large part of it is finished. 

The State Commissioners inspected the road last week, and 
it is understood that a majority of them have agreed to con- 
firm the promised extension of time for the completion of 
the road to Paint Rock. 


Western Union Telegraph.—In the United States Dis- 
trict Court in Baltimore another suit has been begun by this 
company against the Baltimore & Ohio. The new suit is for 
an injunction to restrain the Baltimore & Ohio from opera- 
ting its own telegraph lines and from preventing the 
Western Union from connecting with and working the 
wires. It is in addition to former suits now pending. 


Wilmington & Northern.—A spur about a mile long 
is to be built from this road near Springfield, Pa., to Isabella 
Furnace in West Nantmeal township. 
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Northern Pacific. 


The lines covered by this vee rye report for the year 
ending June 30, 1881, are the main line from Duluth, Minn., 
to Bismarck, Dak., 450 miles; the Western Railroad of 
Minnesota, from Brainerd, Minn., to Sauk Rapids, 61 miles; 
the St. Paul, Minneapolis & Manitoba from Sauk Rapids to 
St. Paul, 75 miles, of which only the use is leased; the Cas- 
selton Branch, from Casselton, Dak., to Blanchard, 32 miles ; 
the Pacific Division, from Kalama, Wasb. Ter., to Tacoma, 
105 miles, and from Tacoma to Wilkeson, 31 miles, 754 
miles in all, an increase of only 32 miles (the Casselton 
Branch) over the previous year. About 311 miles of new 
road were completed during the year, but the earnings of 
these lines, so far as they were operated, were credited to 
construction account. 

The equipment consists of 104 locomotives, 68 passenger- 
train cars and 3,021 freight cars: an increase of 33 Joco- 
motives, 26 ee le pe cars and 1,255 freight cars. 

The Land — ——- that during the first six 
months of the 1 year there were large sales of lands, 
chiefly sold at the rate then in force, namely, $2.60 per 
acree In the second half of the fiscal year the policy of the 
company in re; to its lands was changed, and the rate 
for land east of the Missouri River, where the preferred stock 
of the company is received at par in payment thereof, was 
fixed at $4 per acre, with a rebate of 25 per cent. for the 
acreage cultivated within two years from the date cf pur- 
chase. West of the Missouri River and on the Pacific and 
Pend d’Oreille divisions the rate of $2.60 cash per acre for ag- 
ricultural lands was continued, with the condition that of 
euch 320 acres sold not less than 20 per cent. should be 

laced under cultivation within two years from date of sale, 
title not to be given to purchaser unless this condition wascom 
plied with. On the Minnesota & Dakota Division the sales 
for the year amounted to 588,080 acres, at an average price 
of $2.59, which, with some other sales and miscellaneous re- 
ceipts, shows the land business on that division alone to have 
amounted to $1,805,368. There are still unsold on this di- 
vision 3,473,471 acres. The sales of land on the Missouri 
Division amounted to 5,098 acres, the average price obtained 
being $2.85, leaving still unsold 4,987,080 acres. On the 
Pacific Division the sales for the fiscal year were at an aver- 
age of $3.15. and 8,393 acres of nearly all timbered lands 
were sold. There are still remaining unsold 2,691,606 acres. 
On the Pend d’Oreille Division 237,828 acres of land were 
sold, bringing in $663,884 cash. There are still remaining 
on this division over 5,000,000 acres of unsold land. 

The condensed balance sheet is as follows: 








Es aos osc cece cscs dodesavetcsevecs so0ss $49,000,000 
Pao avons SheSeashbasddre senseecss 42,312,588 
DT iihicibnecdee —diatdbbees ceseeneasae $91,312,588 
DI cin sched SEMMSELELE DAA S REARS Obbenabeaenseoons 21,586,800 
Audited vouchers, chiefly for construction...... ..... 883.890 
Interest accrued (chiefly due July 1, 1880)............ 562,150 
Net proceeds of land sales in cash, contracts, stock, 
bced' <aGeirane ues sakseeesweke 10,212,899 
Gaus so5ssnneeebude ehaneeussans 2,445,473 
$127,003,800 
$108,324,280 
11,567,945 
General supplies and construction ma- 
i 2,082,948 
is sskek ss 2scecannedstgietn sr bneects 3,846,856 
Accounts receivable, including land con- 
sc exes. cc0s- ears 00ssesenehees 975,441 
Cash from land sales in hands of trus- 
Pinks cut ctiebaneresnaneaanben tokbesns 206,330 
—— 127,003,800 


During the year $1,100,056 preferred stock was paid in 
for lands and canceled, making $8,687,412 of the original 
issue of $51,000,000 so retired. 

The bunded debt outstanding consists of $2.484,300 Mis- 
souri Division bonds ; $3,915,000 Pend d’Oreille Division 
bonds and $15,187,500 general first mortgage bonds. There 
have been $15,700 Missouri Division bonds and $585,000 
Pend d’Oreille Division bonds canceled from land sales ; 
$4,812,500 general mortgage bonds out of the total issue of 
$20,000,000 authorized are still undelivered. 

Road and lands include cost of new lines still under con- 
struction. 

Of the preferred stock reported above $2,851,455 was in 
the company’s treasury on June 30. 











& Charlotte Air Line... 315 The earnings for the year were as follows: 

Atlanta & West Point. 476 

Baltimore & Hunover... ...... 408 1880-81. 1879-80. Inc. or Dec. P.c. 

Haltimore & Potomac.......... 315 psi asessccachcce $2,207,299 $1.588,557 L. $618,742 38.9 

ton, Concord & Montreal... 315 Passengers,express,etc. 782,800 636.479 I. 148,321 23.0 

Boston & Lowell nc ane a Miscellaneous . ....... 4.420 5,146 D. 726 14 

ep eed | acct $2,994,519 $2.230,182 I. $764,337 24.2 

Cairo & St. Lous... Working expenses...... 1,795,554 1,346,147 I. 449,407 33.4 

)| Rentals and taxes... ... 229,836 174,946 I. 54,890 31.3 

ee $2.025,390 $1.521,093 I. $504,297 33.1 

Sip tiatioies Net earnings... . ...... .129 $709,089 I. $260,040 36.7 

1| Gross earn. per mile.... 3,972 3,088 I. 884 28.6 

eocce Net “" = bekes 1,285 982 I. 303 30.9 

ede eooces os, 1 Per cent.of exps........ 67.65 68.21 D. OP seco. 





atehagemeatibbiotie . 200 
Passumpsic Rivers.... 5.9 
CoaiCo .. ...... 16% 


Serrrer rere 





354 | terials, leaving $1,878, 





Of the freight earnings given above the sum of $328,742 
last year was for company’s freight and construction ma- 
7 received for commercial freight. 
The income account was as follows: 


Net earnimgs, as AbOVEC..... 2.6.0... eee eee eee ceceeece $969,129 
Dividends on stocks owned...............0.cse000 cence 26,052 

Ot MOR, CE Bk BE hncccn cane, nccccscccces covcecccns 1,450,292 
Total balance, July 1, 1881............ ....000..- $2,445,473 


The sum of $215.330 was received as interest on bonds, 
etc., owned and was credited to construction account. In 
like manner the sum of $833,739 was paid for interest and 
was ch to construction account. 

If we uct co my and construction freight and 
include interest and dividends received, we find that there 
would remain a surplus from the year’s operations of only 

.030 after paying interest. 

No statements of traffic have been given in this or in any 
previous reports of the ny. 

Of the present and future construction the report says: 
“‘The main line from Thomson Junction (near Duluth) to a 
connection with the Oregon Railway & Navigation Compa- 


509 | in Montana, 668 miles; and on the western end, from 


2| line to be constructed are as follows: 





ny’s line at Wallula Junction is 1,684 miles. Of this distance 
e following is completed and in operation: On the eastern 
end, Tbomson Junction to a point 25 miles beyond ane - 
a - 
lula Junction, m Washington Territory, to a point 200 miles 
east thereof, 200 miles, a total of 868 miles, leaving to be 


95 | constructed to complete the line between Lake Superior and 


rtions of the main 
isconsin Division, 
from Thomson Junction to the Montreal River, 25 miles of 
which are under construction, 122 miles; Wallula Junction 


the Pacific coast, 816 miles. The other 


5 | to Portland, 238 miles; Portland to Kalama, 3 miles; Cas- 
5 | cade Mountain Branch, 219 miles; a total of 618 miles.” 


As to the road’s future progress it is stated that the pur- 


6 | pose of the company is at once to put under contract the 


grading of the entire 816 miles of uncompleted line forming 
the gap between the eastern and western portions of the 
road, the expectation being by the end of 1882 to have track 
laid and trains running to a point near Gallatin City, a dis- 
tance of 300 miles from the mouth of the Rosebud, to which 
point it is expected the road will be compieted and trains 
running by the middle of November next; and on the Pacific 
Coast to complete and bave trains running from the mouth 
of Clark’s Fork of the Columbia, 250 miles eastward to or 
beyond Missoula, leaving to be completed in 1883 about 

miles, The greater part of the line between the mouth 
of the Rosebud and Gallatin City is already under con- 
tract, and in Hell Gate Cafion, just east of Missoula, 25 
miles are nearly completed, ready for the ties and iron. 
Contracts for 1,000,000 ties for the Yellowstone Division, 
to be got out this winter, are about being let, and the neces- 
sary ties required along the Clark’s Fork have already been 
contracted for. Fifty-five thousand tons of steel rails have 
been purchased for next year’s delivery, in addition to the 
64,000 tons purchased for this year’s deiivery. 


Pittsburgh, Cincinnati & St. Louis. 


Mr. H. Sabine, Commissioner of Railroads and Telegrapbs 
of Ohio, sends us the following figures from the report 
made to him by this company for the year ending June 80 
1881: 











1880-81. 1879-80. Inc. or Dec. P. c. 
Gross earnings..... ... $4.337,850 $4.138,708 I. $199.142 48 
Expenses............... 2,531,561 2,060,042 I. 491,519 23.9 
Net earnings... .... $1,746,289 $2,078,686 D. $292,377 14.1 
DE thsbtissseencnne 37,500 DE abivsesweses vad 
Net balance.......... $1,748,789 $2,041,166 D. $292.377 143 
Gross earn. per mile.... 21,592 20,608 I. 984 48 
Net sh - nae 8.894 10,334 D. 1.440 14.1 
Per cent. of exps...... 58.82 49.77 I. S ae 
The report covers only the Pittsburgh, Cincinnati & St. 


Louis proper and not its leased lines. The net result was 
8.03 per cent. on the stock and debt against 9.60 per cent. 
the previous year. 

The traffic reported was as follows: 


1880-81. 1879-80. Inc. or Dec. P.«, 

Passengers carried........ 915,050 860,761 1. 54,289 6.3 

Tons freight...... ........3,209.123 2,998,852 I. 210,271 7.0 
Av. rate: 

Per pass. per mile.........2.373 cts. 2.400 cts. D. 0.027 ct. 1.1 

Per ton per mile..... ..... 0.805 “ 0.810 “ D. 0005" O06 


The tonnage last year included 1,307,046 tons coal and 
coke; 710.132 tons grain and flour; 193,216 tons Jive stock 
and 386,858 tons manufactures. There was a decrease of 2 
per cent, in grain, but an iocrease in ail other items. 


Pittsburgh, Ft. Wayne & Chicago. 


This company has recently filed its report for the year 
ending June 30, in accordance with the law of Olio. We 
are indebted to Mr. H. Sabine, Commissioner of. Railroads 
and Telegraphs of that state, for the following figures: 

The mileage reported is the main line from Pittsburgh to 
Chicago, 467.97 miles, being 0.33 mile less than the previous 
The earnings were: 





year. 
1880-81. 1879-80. Increase, P. c. 
Gross earnings.........$10,719,661 $9,391.328 $1328,333 14.1 
eee 5,755 102 4,668,820 1,086,282 23.5 
Net earnings...... .. $4.904,559 $4,722,508 $242,051 5.1 
Gross earn. per mile... 22,904 20,054 2,850 14.1 
N - ses 10,609 10.084 529 51 
Per cent. of exps....... 53.68 49.71 3.07 


The rentals, etc., paid by the lessee were $3,314,082, 
leaving a surplus of $1,650,472, against $1,534,235 the 
previous year, 

The traffic was as follows : 


1880-81. 1879-80. Inc. or Dec. P.c. 

Passengers carried... ... 2,658,465 2,449,312 1T. 29.153 85 

Tons freight.............. 4,245,644 3,799,614 I. 446,630 11.8 
Av. rate: 

Per pass. per mile........2.000 cts. 2.100cts. D. 0.100 48 

Per ton per mile........ . 0.854 * 0.886 * D. 0.032 3.6 


The tonnage last year included 1,327,334 tons coal and 
coke; 692.985 tons grain and flour; 233,575 tons live stock, 
and 574,789 tons manufactures and merchandise. There 
was an increase jn all the items except live stock. 


St. Louis & San Francisco. 

The report of this company for the year ending Dec. 31, 
1880, shows that at the close of the year the mileage was 
as follows : 


Miles. 

RD BOD, 06.00 0.000000006608 ofcesocnreeseeseses 292.625 
i chs inass, .sibiaensannesnenesonanenenne os 1,500 
BOOS CH OO WHERE, TAR... 2.0 ccscccccscocccccessoseces 218,500 
EP Prrrrrrermrrerrrmrrrrririrtt rrrr rr 12.655 
POE CP EE, TO oo5s vecvccccsccccccese see 0 te tee 36.650 
cst tests bienedcarctecncsedsbbissesekedess 3.500 
ES OO CNNND ERO ic5c0 coccestpees. 000s0s0ssee000es 00 32.400 
State Line to Fayetteville, Ark. (under construction).. .... 37.430 

Biss ceeds bend daccnsvdednesiens O00ces ceccccesveee 635.050 


Tbe company also operates the Atlantic & Pacific road 
from Seneca, Mo., to Vinita, Ind. Ter., 33.875 miles, under 
contract, making 668.925 miles controlled and worked. 

The general account, condensed, is as follows: 





MR cowsscnusws, avi sesbenssabivscesss nd $10,500,000,00 
2 CE kiccnscsse 6veibesnestegnses asonnnes 10,000,000.00 
” EPI 52s. cscnncrne50ds006s006 20oneds 4,500,000,00 
Total stock . J .00 
Deccspesecence .00 
Other liabilities. ... 5 
lance of income 23 
DG trkdavbeehvacakecosases (sbkeeateereel $ 
Road and property.................++ $38 015,381.86 
CE EES 4,785,910.35 
Bills, accounts and balances......... 877,336.07 
DGG Wan técsovéreacbeed cnaceses 138 407.34 
SN SAB twedass s500 teks: a's caaebhiaan 873,427.06 


Stocks and bonds held include $1,121,625 of the company’s 
own stock in the treasury. 

The bonded debt consists of $7,144,500 South Pacific 
bonds; $500,000 St. Louis & San Francisco bonds, series A; 
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$5,166,500 series B and C bonds; $1,100,000 Missouri & 
Western bonds; $2,000,000 St. Louis, Wichita & Western 
bonds; $639,000 equipment bonds of 1895, and $1,350,000 
trust bonds of 1920. 

The average rate of interest on this debt, including a 
sinking fund of 1 per cent. per annum on the trust bonds, is 
5.26 percent. The bonded debt was increased by $639,000 
equipment bonds of 1880, issued to pay for new equipment, 
the bonds bearing 7 per cent. interest, and issued at the 
amount of 90 per cent. of the actual cost. The whole amount 
authorized is $1,000,000. An increase was also made of 
$1,350,000 trust bonds, issued for the purposes of cunstruct- 
ing the roads of the St. Louis, Arkansas & Texas railway 
companies (of Missouri and of Arkansas respectively) and to 
purchase $200,000 of Joplin Railroad Company first-mort- 
gage bonds outstanding, bearing interest at 10 per cent., 
payable quarterly. The latter, which were embraced in the 
previous report, have been bought and canceled, and the 
mortgage given to secure the same discharged. 

The earnings and expenses, as stated in the General Man- 
ager’s report, were as follows: 





1880. 1879. Increase. P.c. 
Passengers.... $424,101.52 $228,366.67 $195,734.95 85.8 
Preimys... 2... 2,180,332 63 = 1,378,364.06 801,968.57 58.2 
SG a83505- 05 93,936.42 65,706.97 28,229.45 43.0 
Total....... $2,698,3° 0 67 $1,672,437.70 $1,025,932.97 61.4 
Expenses...... 1,325,128.51 835,488.09 489,640.42 58.6 
Net earnings $1,373,242.16 $&36,949.61 $536,292.55 64.1 
Gross earn, per 
ee 4,497.28 4,255.56 241.72 5.7 
Net earn. per 
a re 2 288.74 2,129.64 159.10 6.5 
Per cent. of ex- 
penses........ 49.13 49.96 


The expenses include taxes and improvement account. 
The gross earnings in 1880 were 161.98 cents per train mile, 
and 14.25 cents per car mile, against 148.03 and 13.52 cents 
in 1879. 

The income account for the year was as foliows: 








SS Goes ves pen oan 4 na bedecan dd cbadesoraied $2,698,370.67 

I OIE oc csceneds: s00a0zierdievedsnawaeee 25,598.15 
IL saree ssaraieiackiecla Gk o.0) ditheniapealaiania Rael Soeeuaale $2,723,968.82 

cis csmk anes «s0se rctecnience $1,525,128.51 

CLs sian eiianine swe! cane caicnscne> 705,949.81 


Interest accrued, not yet due......... a 
Due Jeased lines........ ...... 
DANGLY GUPONGO, ..... oc ccccscccccceece 
Dividend on first-preferred stock 


101.254.00 
105,021.58 

39,141.68 
157,500.00 





a 2,433,995.58 
$289,973.24 
335,031.99 


Total balance of income.....................++. 
The amount charged to improvement account was $119,- 
357.64, for new shops and other buildings, new sidings, iron 
bridges and similar work. 
The traffic for the year was as follows : 


1880. 1879. Inc. or Dec. 


P. ¢. 

Train mileage...... 1,669,470 1,129,824 I 539,646 47.8 

Car mileage : 
Pass, train cars.... 1,884,601 1,143,508 I 741,093 64.7 
Freight cars........ 17,054,481 11,221,083 I. 5,833,398 52.0 
Passengers carried. 184,744 94,355 I 90,389 94.7 
Passenger miles... 11,886,882 6,163,920 I. 5,722,962 92.8 
Tons freight car- 

iat tscsteticns 636,686 471,310 I 165,376 35.1 
TOR MAIOB, oo.s.csccce 109,178,009 68,404,697 I. 40,773,312 59.6 

Av. receipt: 
Per pass. per mile... 3.57 cts. 3.70 cts. D. 0.13 ct. 3.5 
Per ton per mile.... 1.99 * soe “* 2D. 0.02 * 1.0 


Locomotive service cost 15,92 cents per mile, against 14.52 
cents in 1879. The total expense per train mile was 79.58 
cents; per car mile, 6.99 cents. There was a considerable 
increase in the average train. 

The report shows that considerable expenditure was 
made during the year for improving the condition of the 
road and in adding to its equipment. Of the total mileage 
in operation (597.62 miles), 392 miles are laid with steel 
rails; 5934 miles of the main line were su relaid during the 

ear and the cost of the same charged to operating expense. 
‘he equipment was increased by 10 locomotives, 6 baggage 
cars, 4 passenger coaches, 300 box, 200 stock and 400 ore 
cars. 

The operations of the Land Department for the year re- 
sulted in sales of land to actual settlers largely in excess of 
any year since the organization of the company. Of South 
Pacific lands the sales were 64,745 acres for $264,700, or an 
average of $4.09 per acre ; the lands returned through can- 
celed sales were 38,284 acres, leaving a balance on hand 
Dec. 31, 1880, of 581,009 acres. The sales of land acquired 
under the Atlantic & Pacific grant amounted to 7,138 acres 
for $19,440, an average of $2.72 per acre. By cancelation 
of sales 4,519 acres were returned to the company; 440 
acres were acquired from, and 200 acres returned to, the 
government; the balance on hand Dec. 31, 1880, being 
293,282 acres. There are out-standing contracts for lands 
sold to the amount of $637,102. Of town lots the sales were 
387 lots for $11,997. The land companies in which the 
company is interested have been prosperous, and the re- 
ceipts from royalties amounted to $120,711. The total cash 
receipts of the department were $299,129, and the expenses 
$17,990. The net value of the assets of the department is 
$2,649,636, 

The report refers at length to the construction of the 
Atlantic & Pacific road from Albuquerque westward under 
joint ownership with the Atchison, ‘Topeka & Santa Fe. 

The report recommends the extension of the road from 
Pacific to St. Louis, making the road independent of the 
Missouri Pacific. This extension is now under construction. 





Central 
This company’s report for the year ending Dec. 31, 1880, 


Pacific. 





has just been issued. Thecompany worked during the year | 


an average of 2,467 miles of road, the mileage standing at 
the close of the year as follows: 












Miles. 
Main Line, San Francisco to Ogden..............00 we... eee 883.23 
Oregon Branch, Roseviile to Redding.................... 151.66 
Visalia Branch, Lathrop to Goshen...................00.5- 146.08 
Oakland and Alameda short branches...; .......... 2... 14.68 
San Jose Branch, Niles to San Jose...............060 cece 17.5 
IN ion isis i echoes Saccececed 1,213.13 
Northern and San Pablo & Tulare... ..... ......... 163.65 
SE II icv 50'e'. 000k s'h.ccndicccssblesekeecsces 3.84 
ash oc5s | | a g0kciencsavc=vectniesse 115.44 
I I bias ras caches sucks ucaccdcecdbcaseses Mane 
Stockton & Copperopolis...... 0 2... ....c....0 cee 49.00 
Los Angeles & § SRK: os wiicinaageeadaStontnas tl an F 
Los Angeles & Independence.....................- 
Se Ns oho skins cehkscscataes cdeens 
Southern Pacific of Arizona and New Mexico 5 
-——1,431.82 
Total worked at close of vear.......... .........0005 2,644.95 


The mileage worked at the close of 1879 was 2,349.75 
miles. The addition during 1880 was in the extension of 
the Southern Pacific in Arizona and New Mexico eastward 


295.20 miles. To this 78 miles more have been added dur- 
ing the current year. 

There were at the close of the year 307.09 miles of sidings, 
of which 198.12 miles were on the line owned. Additions to 
sidings in 1880 were 12.40 miles. 

The leased lines are substantially owned and controlled by 
the company. 

During the year 32 engines were added to the equipment, 
making 296 in use. The car equipment was as follows: 











Passenger cars ........... 178 | Pay car....... «a 
Sleeping cars.. ... 41) Caboose cars. * .. 96 
Mail and express cars...... SB | POPPI GATS... ...<c0e seoes 8 
Second class and smoking Derrick cars for tools....... 3 

RSS Scotus ais aah ae aod 01 | Station cars. ............cc00 16 
Baggage cars.........++... 54 Tie machine car............. 1 
CRRCOES CORB 6. os0ccceccces 4 Pile-driving cars..... ... ... 7 
Box freight cars...........2,885 | Dump Cars...............s000 122 
DOE LTUN COTE... scccccccss 31 | Snow plows.... ..........0+- 9 
Box cars for powder...... B | BOSGIOM GATS... 000. cccccecs 395 
Box cars fitted uv with SO eer 397 

npn chnins Baas Eee 8 | Tracklaying cars ... . ..... 27 
Platform cars ............ ee | MORES: o5.b sscececsescscces 43 
Platform cars fitted up | 

with tanks for water.... 68] 


Additions during the year were 6 mail and express, 12 
second class and 6 baggage cars; 110 box, 393 platform, 11 
water tank and 19 cabdose cars; 3 derrick, 2 station, 1 pile- 
driving and 15 dump cars; 81 section, 62 hand and 19 sail 
cars. 

The floating stock consists of 9 ferry steamers, 9 river 
steamers and 9 barges. One steamer was broken up and 
two new ones added. The ferry steamers ran 166,984 miles 
during the year at a cost for operation and maintenance of 
$515,527.93. 

On the various lines worked 108.45 miles were last year 
relaid with steel rails, making 1,519.52 miles of main track 
now of steel. 

The general balance sheet is as follows: 

Liabilities : 

Capital stock 
Funded debt 





I CID od cr saeae secebeeates inn<ssluns >,680.00 
REE SE Ry eae re Se 955,746.60 
NN, Skea cnnxvecgines Sabeseanann wens 4,806,071.69 
Unclaimed Gividemds. .......cccsscccpeccccecscccese 5.337.00 


Hospital fund 95,175.67 


Trustees’ land grant mortgage........ 425,744.93 
Sinking fund uninvested............... 254,914.17 


Contract Wells, Fargo & Co........... . 476,859.82 
1,252,694.59 


Profit and loss 16, 752,799.46 








$166,575,829.34 





Assets : 
CMIMIOEIO. occces Sancucauceas $136,948,680.69 
MIN 05 30 ase ce cacwensncceee .047,103.42 
Real estate......... ...e.e. 1,529.961.07 
eae 1,052,589,20 
Machinery in shops.............. 705,490.69 
Furniture. telegraph  instru- 


ments, safes, etc......... . 0. 
Steamers, Sacramento River.... 
Sinking fund No. 1, for redemp- 

tion of convertible mortgage 

ME tinea (ncsvedecketaoaucoss 
Sinking fund No. 2, for redemp- 

tion of California state aid 

MN es. axacn cece Ganseea 
Sinking fund No. 3, for redemp- 

tion of first-mortgage bonds of 

the company, Series A, B, C 


155,772.04 
783,001.60 


342,000.00 


838,045.15 


isle acecs aa paiakew anna as 838,045.15 
Sinking fund No. 4, for redemp- 
tion of first-mortgage bonds of 
the company, Series E, F, G, 
HandI : 
Sinking fund No. 5, fer redemp- 
tion of first-mortgage bonds of 
the Western Pacific, Series A 
aa ae 
Sinking fund No. 6, for redemp- 
tion of first-mortzage bonds of 
the California & Oregon, 
Bevies A.GMOB. o..sccdessscesss 
Sinking fund No. 7, for redemp- 
tion of income bonds.......... 
Sinking fund No. 8, for redemp- 
tion of first-mortgage bonds of 
the San Francisco, Oakland & 


Rha naeis’s i Male elena eee 616,873.26 


141,835.63 


601,089.52 
674,925.46 


pS Pee hele aaa 100,000.00 
Sinking fund No. 9, for redemp- 
tion of the first-mortgage 
bonds of the San Joaquin Val- 
MONEE Means: Dantwersrccea Saas<s 50,000.00 
United States transportation 
and sinking fund accounts.... 5,499,761.77 
Materials in shops..... ......... 587,449.86 
= | Sere 14,707.66 


“ 


for track repairs... .. 


455,087.09 
for bridges and build- 


348,878.64 


Accounts receivable..... 
Stocks anu bonds owned 
Cash 


412,768.23 
634,709.15 
3,237,031.66 








166,575,829.34 
The capital stock shows an increase of $5,000,000; the 


bonded debt a decrease of $1,358,000 from the preceding 
report. 


he passenger and freight trattic was as follows : 

















1880. 1879. Inc. or Dec. P. c. 

Through passengers 64,647 62,056 I. 2,591 4.2 
Local 1 = 1,372,780 1,217,362 I. 155,418 12.6 
Ferry 5,269,918 5,562,889 D. 292,971 5.3 
Mc ivivisaicee 6,707,345 6,842,307 D. 134,962 2.0 
Passenger miles.. 191,415,400 180,773,751 I. 10,641,649 5.9 
Tons local freight. 1,431,111 1,270,871 I. 12.6 
Tonsthrough “ 279,219 219,684 I. 27.1 
Tons Co.'s - 430,550 384,789 I. 11.8 
: Re 2,140.880 1,875,344 I. 14.2 
Ton miles, total... 564,978,232 449,519,957 I. 25.7 
we **  Jocal.... 265,747,212 205,270,931 I. 29.5 
a “through 229,099,190 193,965,700 I. 5,3 18.0 
ws “ Cos... 70,093,540 50,483,326 I. 19.510,214 39.3 


The through ——— are those only who are carried 
through between San Francisco and Ogden ; the ferry pas- 
sengers are those traveling between San Francisco, Oakland 
and Alameda, who are carried from two to five miles on the 
cars, besides the long ferry trip across the bay. 

The average haul on through freight was 820.5 miles; 
local freight, 185.7 miles; average orrall commercial freight, 
289.4 miles; on company’s freight, 162.8 miles: average 
haul for all freight, 263.9 miles. 
| Of the local freight, there were forwarded of grain from 

the agricultural districts to the general markets, 768,621,320 
| pounds, in 1879; and 855,413,430 pounds, in 1880. 

The exhibit for 1880, as compared with 1879, showsan in- 
crease of 12.61 per cent. in local freight, or 820,478,850 
pounds, and an increase in tons hauled one mile of 29.51 per 
cent. 

In through freight an increase of 27.10 per cent., or 119,- 
070,110 pounds, and an increase of tons hauled one mile of 
18.05 per cent. 

Company’s freight hauled increased 11.89 per cent., or 
91,523,440 pounds. 


Exclusive of the grainto the general markets, the local 








traffic shows an increase of 13.18 per cent., or 233,685,740 
pounds. 

There was an increase of 11,21 per cent. in tonnage, and 
3.78 per cent. in earnings of the grain traffic of 1880, as 
compared witb 187y. 

The locomotive mileage for the year was as follows : 





1880. 1879. Increase. P. c. 

Passenger trains... . 2,288,610 2,161,507 127.103 5.9 
SES 4,647,589 3,746,888 900,701 24.0 
Miscellaneous. ....... 646,706 419,795 226,911 54.0 
Switching............. 1,067,546 875,401 192,145 21.9 
re -  eeee 8,650,451 7,203,591 1,416,860 20.1 
Cost per mile......... 30.76 cts. 29.59 cts. 1.17 cts. 4.0 


Locomotive expenses have always been high on this road, 
chiefly from the high cost of fuel, the average last year 
being $7.03 per ton for coal and $4.73 per cord for wood. 
Coal is the chief fuel, wood being used for fuel only on the 
Sacramento and Oregon divisions, less than ooe-sixth of the 
road. * 

Car mileage and cost of maintenance were as follows : 

——-Mileage.-_———. —Cost of maintenance.— 
1880 1879. 1880. 1879. 






Sleeping cars.... 2,060,339 1,874,589 $64,117.08 $65,557.15 
Passenger cars... 5,857,166 5,171,175 146,274.47 153,022.92 
Baggage, mail and 

express cars.... 4,040,676 4,034,875 42,220.48 38,422.27 
Second-class and 

smoking cars... 2,202,023 2,032,999 16,206.17 85,287.63 
Officer’s cars..... 128,474 102,955 9,660.45 7,102 07 
Freight cars...... 71,642,677 64,102,448 370,857.78 374,258.51 


C. P. cars on for- 








eign roads...... 3,809,441 5,110,880 
Foreign cars...... 5,084,019 4,174,752 
PONIES ic ccaw Sas tae dekvacones 
MER Fs) seactaes 94,824,815 86,604,671 $668,887.88 $740,124 43 


The only important tributary line completed during the 
year was the Carson & Colorado, from Mound House, 
Nev., southeast 100 miles. 

During the year the company’s hospital at Sacramento had 
453 patients, besides 1,628 office patients treated at their 
own houses. Of these 17 died. Of the whole number of 
cases 313 were injured by accidents of various kinds. 

The earnings for the year were as follows, the average 
mileage worked being 2,467 miles in 1880, and 2,319 miles 
in 1879: 














1880. 1879. Increase. P. c. 
Freight....... $13,245,857.79 $10,934,573.89 $2,311,284.40 21.2 
Passenger.... 5,819,794.23 4,919,254.63 900,539.60 18.3 
Mail and ex- 
press ....... 749,919.10 625,848.02 124,071.08 19.8 
es 692,541.76 673,487.12 19,054.64 2.8 
Total........$20,508,112.88 $17,153,163.16 $3,554,949.72 19.6 
Expenses..... 12,045,668.89 10,207,862.89 1,837,806.00 18.0 
Net earn.... $8,462,443.99 $6,945,300.27 $1.517,143.72 218 
Gross earn. 
per mile.... 8,312.97 7,396.80 916.17 12.4 
Net earn. per 
BOND eic.0s ue 3,430.25 2,994.96 435.29 14.5 
Per cent. of . 
expenses.... 58.73 DE Saceacddad Suess 


Of the freight earnings $2,633,127.24 were from through 
and $10,612,730.55 from local freight; of the passenger 
earnings $1,616 259.73 were through and $4,208,534.50 
local freight. Of the total earnings $4,727,223.11 were from 
through and $15,780,889.77 from local business. 

The income account was as follows: 

Balance to credit of this account..... .............. $15,382.538.61 
Earnings for year 1880 ............. $20,508,112.88 
Less expense of operating. 12,04-,668.89 








8,462,443.29 
254,617.08 


3,527.52 


Interest on sinking funds........................4.. 
Operating river st-amers and barges............... 
Land grant bonds redeemed with proceeds of land 

Ds on thet can sean cicei ee shcae hese besitos ts ca% 
Dividends Wells, Fargo & Co...............cceee0es 
Contract with Wells, Fargo & Co., stock sold...... 


200,0° 0.00 
51,328.00 
348,140.18 





MR i hicaddmdnteis Zine dd: Seaebamaeenubinens $24,702,595.38 
TS SE ets eee eee $3,715,324.94 
PIE inact Gis wire emeb veckinae scan eves 217,523.35 


General and miscellaneous expenses 
DECRG. cccuves seicccctocees 
CUVEE OU MIOOTINR. 6 ain 0cn civccccccces 
Land Department expenses........ 
Dividends Nos. 9 and 10 
Balance 


378,696.82 
155,586.57 
16,645.61 
59,488.63 
3,406,530 .00 
16,752,799.46 
———_——————. $24,702.595.38 
The increase in the credit balance during the year wa 
$1,370,260.85. 
Expenses included 108.45 miles of steel rails and 266,627 
ties used in renewals. 
A supplementary statement gives the earnings for the six 
months ending June 30 as follows: 
; 880. 
Gross earnings.$10,889,925.76 $8,504,694.07 
Expenses...... 6,309,362.47 —5,540,779.30 


Increase. 
$2.385,231.69 

708,583.17 
$2,963,914.77 $1,616,648.52 54.5 

Showing a remarkable increase in both gross and net earn- 
ings, especially the latter. 

he Chief Engineer reports the usual renewals and im- 
provements in road and buildings. His report says: 

“The greater part of the embankment, and rock protec- 
tion for the same, for new terminal passenger depot at Oak- 
land, was completed before the commencement of the rainy 
season. The buildings to be erected thereon this season will 
be ready for use before winter, when all the passenger busi- 
ness of your road centering in Oakland will be transferred 
to this point. This will leave the present wharf wholly 
available for commercial business, for which purpose it can 
be maintained at but little expense for a number of years, 
or until the improvement of the San Antonio Estuary (now 
in active progress) is so far completed as to render practica- 
ble the construction and use of slips and wharves for ships 
of the largest class in Oakland harbor.” 

The Land Department reports the total land grant at 
11,722,400 acres. Sales in 1880 were 114,852.34 acres at 
an average of $2.9987 per acre. The sales prior to Oct. 1, 
1870, were 127,637.55 acres for $295,065.50. Since that 
date and to Dec. 31, 1880, there were sold 639,962.91 acres 
for $4,116,359.74. There was also received $49,964.05 for 
stumpage and timber sold. 

Up to Dec. 31, 1880, the Land Department paid over to 
the trustees under the land-grant mortgage $3,211,149.29. 
The contracts on land on Dec. 31 last amounted to $1,733,- 
617.74. The trustees last year redeemed 371 bonds ata 
cost of $399,667.82, leaving $337,001.01 cash on hand. 

The Land Commissioner reports the chief sales in Tehama, 
Butte, Placer and Shasta counties in California. The so- 
called desert lands along the Humboldt are being settled, 
having been found capable of cultivation. 

The lands along the foot-hills of the Sierra Nevada, for- 
merly reserved as mineral lands, have now been thrown 
open to agricultural settlement. The government lands in 
that section are being taken up rapidly, and a demand for 
the railroad lands will follow. The so-called lava lands in 
Tehama and Shasta counties on the east side of the Sacra- 
mento, once considered worthless, are now finding sale at 
about $1.25 per acre; they are used chiefly for sheep pas- 
tures, the grass on them starting very early. 


P..c. 
28.0 
15.9 








Net earnings. $4,580,563.29 











